4 
a: 
. , 
a 


a 


PUBLISHED EVER 
Y SATURDAY McGRAW PUBLISHING COMPANY 


239° W. 39th St., New York City. 


anada . 


ae See Vol. Subscription: U. S. and M » $3.00 
oe “Chicago, Cieveland, I NOVEMBER 23, 1912 Netio Canada. Se $4 30 
er ountries . 


Os ‘connec ions are aieh as ‘to Be cance 


for electric railways all the revenue : re 175 
e ift Averiue 
thag raffic will: permanent bear. “2D vee Filth Avenue 


arty 


, ft, PLZZ Af ff 
g Qj ‘ff / 
ff / Vv, S + 7" 
VAL A os 
A Wit) SE ee 
: 


2 ELECTRIC RAILWAY JOURNAL [NovEMBER 23, 1912. 


i) Lil 


LTS AL ff 


Yh pee a 
y Mb il ¢ eg ? 


rt lili 


ia 


pe i 


SS \ 
S : SS ~ A 
\ > SS 
oe: ~ x ~ 


They want to know 


¢¢ FOE,” said the General Manager to his master mechanic, 
‘T’m receiving letters every day asking about the per- 
formance of the Westinghouse HL Control on our city 
cars. The very men who pooh-poohed HL Control for city 
service a year ago, now write me they expect to install this type 
on their city cars in the near future, and want to know how it’s 
working after two years service. 


‘““Well,’’ Joe replies, “‘to tell the truth, I expected the main- 
tenance cost and failures of HL Control would exceed those of 
the old platform jontrollers, but up to date I have no such com- 
plaint. No railr jad man can fully appreciate the advantage of 
HL Control until jhe tries it in service; no platform controller 
accidents; less. platform space; less weight on platforms. 


The crews and transportation men are delighted with the HL 
controlled cars.” 


Over 85 Roads now use 
Westinghouse HL Control. 


It has no real competitor. 
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Basing his opinion upon reports of 
defects, the superintendent of 
equipment usually regards the air 
compressor as the frailest_ member of his car apparatus. 
Itis true that the service conditions of a compressor in fre- 
quent stop operation are peculiarly difficult, but it is perti- 


COMPRESSOR 


nent to ask whether the compressor is always getting a 
square deal. Is it not a fact that the capacity which was 
originally selected was intended for a given number of 
plain braking applications and was not intended to include 
the operation of any auxiliary devices other than the 
whistle signal? Therefore, before a company places all 
the blame on the compressor, it might be well to see whether 
the trouble is not due to the extra demands made by the 
later introduction of such equipment as air-operated doors, 
sanders, fenders and scrapers. 
trivances add to safety, convenience and dispatch in oper- 


All of these pneumatic con- 


ation, but it is unwise to install them without the assurance 
that ample compressor capacity will be left for braking. 


We believe that every investor in 
RAILWAY 


VALUATION give his 


railway securities will 

hearty approval to the serious plea 
made at Washington this week by the committee on rail- 
road taxes and plans for ascertaining fair value of railroad 
property, of the National Association of Railway Commis- 
sioners, that the association should take up most seriously 
the matter of arriving at some recognized basis for con- 
ducting valuations. As Commissioner Thorne, chairman 
of the commission, said, no problem involving larger sums 
of money has ever been submitted to any tribunal in the 
history of the human race. With this in mind, a perusal 
of the committee’s report outlining the plans now being 
followed in different states in valuating public utility prop- 
erties is appalling. To take one instance only, that of in- 
tangible values: Under this heading are grouped a large 
number of charges which many engineer experts in finan- 
cial values believe should be taken into account in any valu- 
ation for rate-making purposes. Yet California makes no 
allowance for them whatever, nor has any allowance been 
made in Kansas, North Dakota, Minnesota, Nebraska and 
other states, and opinions differ widely as to the charges 
to be included under this heading where their inclusion is 
recognized as legitimate. The same uncertainty is found 
in almost every other phase of the subject. A combination 
of conditions has precipitated the question upon the nation 
during the last few years without an opportunity for a 
scientific study of the basic principles involved, and we 
know of no more important work to be undertaken by stu- 


dents of financial values. 


A parade of the different types of 
cars which have been used during 
the past twenty years on the lines 
now operated by the New York Railways Company is de- 
scribed in detail elsewhere in this issue. The immediate 
cause was the completion of still another new type of step- 
less car, but the opportunity was taken to give to the public 


A STREET CAR 
PARADE 
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of New York City a clearly defined history of the efforts 
which have been made and are now being carried on to 
improve the conditions of city transportation. Each of 
the cars in the line represented a type of equipment whose 
commercial life was very materially shortened by the im- 
proved facilities offered by the following one, and we can- 
not imagine a more forcible way of bringing before the 
public the fact that each change was the result of a large 
expenditure of energy and capital, aside from the initiative 
which led to the partial discarding of the older types. By 
placing these older conveyances alongside of the modern 
cars, the comparison in comfort between the old and new 
was also very clearly defined. The contrast between the 
horse car, with its narrow seats, its slow speed and its 
inconvenient entrance and exit facilities, and the first elec- 
tric car, and then between that and the modern prepayment 
type, with its regard to the comfort and safety of passen- 
gers, was very striking. The plan is one which might be 
well followed in other cities in the country. 


The separation of the business of 
the Duluth Street Railway between 
the part involved in Wisconsin and 
therefore under the jurisdiction of the Railroad Commis- 
sion of that State and the part carried on in the State of 
Minnesota is a peculiar incident of the decision ordering 
a reduction in rates in Superior, Wis. An abstract of this 
decision is published elsewhere in this issue and, aside from 
the establishment of lower rates of fare which it directs, 
it is notable principally for the same disregard of contract 
obligations with the city which was embodied in the de- 
cision of the commission in the Milwaukee fare case. In 
this case as in that one the commission, of course, believes 
that it is acting entirely within the authority of the law. 
The position of the company when it appeared before the 
commission to answer the complaint in this case was that 
it had a plain contract with definite terms relating to the 
rate of fare for a period of thirty years. The position of 
the commission is that the law gives it authority to adjust 
the rate of fare from time to time as an investigation of 
facts concerning values and earnings may, in its opinion, 
justify. Between these two extremes there does not appear 
to be any middle ground. Either a contract between a 
company and a municipality states the terms upon which 
their relations for a period named shall be based or its 
essential provisions in all respects should be disregarded 
and new arrangements substituted. The contract for a fixed 
period involves a continuing relation between the company 
and the city for the life of the agreement with the expecta- 
tion on the part of the company at least of a new contract 
at the expiration of that time. The form of indeterminate 
permit which the Wisconsin law now prescribes involves a 
continuing relation without presumably any termination 
which can be foreseen under reasonable operating condi- 
tions and public attitude, but with possible revision of the 
vital clauses from time to time. Whether such a form of 
franchise can be established against the desire of com- 
panies that do business under an existing contract for a 
fixed period of time, with some years of life remaining, is 
a question which is now before the courts in the Milwaukee 
-_ case for settlement. 


LOWER RATES OF 
FARE ORDERED 
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THE STEPLESS STORAGE BATTERY CAR 


The new type of storage battery car introduced by the 
New York Railways Company, described elsewhere in this 
issue, is another example of the improvements which result _ 
from an absolute disregard of traditions. The use of a 
car body with a floor which just clears the axle and the 
omission of a separate construction for the truck, together 
with side sills notched out to provide room for the journal 
boxes, provide such an obvious means of reducing height 
that it seems strange that it has been heretofore overlooked. 
By this means the designers of the new car have been able 
to retain the 10-in. step from the street to the car floor 
which was the salient point of the original stepless design. 

The absence of a separate compartment for the motorman, 
while by no means new, is a feature which permits a maxi- 
mum seating capacity with a minimum of useless weight, 
and the removable section of the seat at each end of the 
car, which, when turned around, becomes a seat for the 
motorman, is evidence of the designers’ desire to make 
every part of the car, even to the smallest detail, of general 
utility. The use of a band brake operated by the motor- 
man’s foot has been tried before this, but it has not been ~ 
employed since the development of this type of brake has 
reached the present high degree of perfection due to its 
general use on automobiles. Its advantages are obviously 
those of eliminating the interference caused by a brake 
wheel or ratchet handle inside of the car and the avoidance 
of the weight of compressor and reservoir for the air- 
brake system. 

The weight of the car is low, and in view of die limita- 
tions of the storage battery, this feature is almost of vital 
importance to the success of any such cars. The actual 
weight without the battery of 360 lb. per seat, based on a 
seat space of 17 in. for each passenger, together with the 
designers’ statement that a still lower weight can be ob- 
tained with the same design when enough cars are ordered 
to allow proper refinements to be introduced, is a good 
example of the results made possible by close attention to 
this very important matter. 


THE DELUSIVE PRO-RATA BASIS 


Recent study of the freight and old-line express inter- 
change traffic of an electric railway emphasizes the wisdom 
of making contracts for such business on a flat rate rather 
than on a pro-rata basis. In this particular case the original 
management of the line congratulated itself upon the 
willingness of the adjacent steam railroads to enter into any. — 
kind of traffic agreement with an electric railway, but it 
did not go to the trouble of figuring out whether a pro-rata 
arrangement would be likely to prove profitable. Most of 
the freight business to or from this territory is done in 
connection with a large city about 150 miles distant from ‘ 
the farther terminal of the electric railway. Of this haul, — 
15 miles is on the electric railway and 135 miles on either _ 
one of the steam railroads. Consequently, the electric li 1e 
does not get more than 1o per cent of all charges, althou 
its crew and collection expenses are almost the san ae 
those of its longer-haul partners. Furthermore, 
cries are made twice a day instead of once a day. Ht 
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instances the amount collected by the electric railway has 
not sufficed to cover the cost of platform labor and power, 
aside from overhead and bookkeeping charges. In one case 
it collected $11 for a live-stock shipment at a labor and 
mileage cost of $22! The pro-rata agreement with the local 
old-line express company has also proved a source of loss 
and regret. 

The correction of this condition lies in insistence upon the 
fact that the short-line electric railway should be considered 
as a terminal or belt-line distributing railway rather than 
as a continuation of the steam railroad. In the case cited 
the electric railway not only reaches towns and villages 
which are not served directly by the steam railroads in 
this territory, but it actually delivers the freight at the 
customer’s door. In one sense it is really penalized for 
giving this accommodation because it would make more 
money by taking the unloaded freight from the steam sta- 
tion to the customer than by hauling the original sealed cars 
on a pro-rata basis. It is clear that in cases like these the 
electric railway performs a special service which will justify 


its demand for a special rate. . 


HIGH SPEEDS AND ELECTRIC TRACTION 


With the recent announcement of lowered speed on the 
fast special trains to Chicago and the report that one great 
system has rigorously limited its maximum speed to 70 
m.p.h., a speed in the past daily exceeded, comes a feeling 
of wonderment as to whether we are ever going to get the 
100-m.p.h. train of which roseate promises have been held 
out for a score of years past. One hundred miles an hour 
seems to-day further away than it was two decades back, 
when the fast electric line from St. Louis to Chicago was 
projected by the late Dr. Wellington Adams. 

The railway speeds of to-day undoubtedly average some- 
what higher than they did a generation ago, but many of 
the high-speed records have now stood a good many years 
unsurpassed. In running them over, it is remarkable to 
realize that not a few were made on roadbeds that would be 
considered positively unsafe in modern railroading and with 
locomotives which in front of an ordinary express train 
would lose time from the minute of starting. A great 
change has come over railroading, particularly in the way 
of the rolling stock and the consequent character of the 
roadbed, and with the modern heavy trains and enormously 
massive engines high speed seems little if any easier than 
it was long ago. The progress of steam-driven high-speed 
trains seems, in fact, to lead up a blind alley. It looks, 


’ therefore, very much as if any considerable increases in 


running speeds would have to be made by the methods of 
electric traction, using rolling stock properly supplied with 
power for the work to be done but specialized for high 
speed. Steam locomotives of the power necessary to draw 
a typical express train at speeds much in excess of those 
now common seem to impose such severe strains on the 
track as to defeat their own object. To get high speed one 
needs all the tractive effort practicable with a minimum of 
pounding, so as to increase the factor of safety in the track 
construction: 

_ As we pointed out last week, the electric locomotive has 
not been thoroughly standardized yet, but it has certainly 


ELECTRIC RAILWAY JOURNAL 


1053 


outgrown some of its earlier failings, and the problems of 
proper mechanical construction have been attacked so that it 
is possible to turn out a machine of great power with prac- 
tically all its weight on the driving wheels and so supported 
as not to impose excessive strains upon the track. To the 
drivers of steam locomotives, also, must be added the so- 
called “excess counterbalance” to relieve the vibrations set 
up by the reciprocating parts, and at high speeds this de- 
livers terrific blows upon the rails. 

Within the last few years broken rails have been re- 
sponsible for many disasters, and it is well known that in 
order to cope with the excessive wear produced on the rails 
by ordinary locomotives and rolling stock the tendency has 
been to make rails harder and harder, even up to a point 
where the risk of fracture limits further progress. One 
experienced manufacturer, indeed, testified that he con- 
sidered some of the rail specifications positively unsafe on 
account of the excessive hardness. Undoubtedly the quality 
of rails has improved of late years, yet the fracture of the 
web close to the head is not an unusual occurrence, and 
some of the fractures are of a character that bespeaks fatal 
lack of toughness in the steel. Something may be said for 
the recent proposals as to surface hardening, but however 
they may turn out it is quite certain that the very severe 
pounding given to the track by the locomotive constitutes 
a serious adverse factor in the problem of high speeds. 

All these facts point toward the soundness of the pro- 
posals of twenty years ago for electric high-speed rail- 
roading; that is, the use of motor cars or motor-car trains 
having all of their weight, or most of it, upon the driving 
wheels and no heavier than is necessary to afford suitable 
accommodations and provide the necessary motive power. 
The various experiments on the Zossen line show that with 
such construction extremely high speeds are feasible, far 
higher speeds in fact than have ever been reached by any- 
thing of man’s devising, with the single exception of 
Vedrine’s terrific flight with a hurricane behind him. The 
distribution of the weights in the Zossen cars and the 
location of the motors on the axles may not have been the 
ideal arrangement to conserve the stability of the track, 
when viewed in the light of subsequent experience. 
theless, the experiments at Zossen made it perfectly clear 
that, in following out the general lines of operation there 
practised, speeds up to certainly 100 m.p.h., and probably 
beyond it, are practicable. It looks very much as if any 
great increase in current railway speeds must be obtained, 
if at all, along this line of progress, rather than by following 
the precedents of the older railroading and _ steadily 
increasing the power and weight of the locomotive so as to 
enable it to haul a train at the increased speed desired. 

So long as power and weight increase nearly at an even 
pace the roadbed presents more and more forbidding diffi- 
culties. It is the highly specialized electric car with rela- 
tively great power for its weight and diminished danger of 
injuring the track that presents by far the best chance of 
increasing our transportation speeds. There is a good 
fighting chance, too, that a high-speed electric road can be 
made to pay, in spite of the fact that most railway men, 
even those of strongly progressive tendencies, say, and 
probably with reason, that high-speed trains as we know 
them now do not pay and are not likely to do so. 


Never- 
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The Henderson Extension of the Evansville 
“Railways 


A Description of the Engineering and Operating Features of This New Line, Including an Account of a New Car Ferry 
and the Rolling Stock 


A short time ago the Evansville Railways Company pur- 
chased the street railway properties at Henderson and 
Owensboro, Ky., cities of 12,000 and 41,000 population re- 
spectively, contemplating the construction of an interurban 
line connecting these two cities with Evansville, Ind., a 
distance of 35 miles. A new company was organized for 
this purpose and named the Evansville, Henderson & 
Owensboro Railway Company. In connection with this new 
extension a 10-mile branch line between Henderson and 
Evansville, owned and operated by the Illinois Central 
Railroad, was leased for a period of ten years and elec- 
trified by the Evansville company. It was contemplated 
that the life of the lease would be sufficient to give the 
electric company time to build its own line, if necessary, 
and bridge the Ohio River. The lease is very liberal in 
its terms, permitting the electric railway to operate any 
number of cars and handle United States mail, express and 


boro. The preliminary surveys have been completed and 
actual construction will be commenced in the spring of 
1913. 
INCLINE AND CRADLE CONSTRUCTION 

The most interesting feature of the Henderson extension 
of the Evansville Railways Company is found in the facili- 
ties employed in ferrying the interurban cars across the 
Ohio River above Evansville. The inclines are located at 
a sharp bend in the river running almost north and south 
at the point of crossing, thus permitting one incline to 
extend up the river and the other down without departing 
from the direct route. This position of the inclines facili- 
tates the operation of the ferry in that the deflecting effect 
of the river current may be more easily overcome. 

The old steam road inclines originally installed have been 
maintained in service, but new cradles and aprons have 
been built to accommodate the new ferryboat and the inter- 
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Evansville-Henderson Line—View Showing Ferryboat Locked in Cradle 


merchandise freight. The steam road, however, reserved 
the right to operate freight trains subject to the electric 
road’s dispatching. 

In order to connect the steam road tracks to those of the 
electric railway in Henderson it was necessary to build only 
800 ft. of new track, and as this line of the Illinois Central 
had used a ferry to cross the Ohio River 5 miles above 
Evansville, the inclines down to river level were included 
in the lease and rebuilt to accommodate a new gasoline 
car ferry. On the Evansville side of the river the rail con- 
nections necessitated about 1000 ft. of new track. The 
new line, including the ferry, was opened for regular serv- 
ice Aug. 1, 1912, with an initial service including nine round 
trips between Evansville and Henderson each day. This 
will be increased in the near future to eighteen trips, which 
will give hourly service on the new extension. 

With the completion of the electrification between Evans- 
ville and Henderson work was started on an extension to 
Owensboro, a distance of 25 miles. This extension will 
tap a rich farming district underlaid with coal deposits 
and 5 to 10 miles from rail transportation, Four smal! 
towns are touched, and the electric route will be < miles 

_ shorter than the steam road between Henderson and Owens- 


urban cars. Each cradle is 150 ft. in length and is con- ~ 
structed in a manner similar to a timber bridge deck. In 
order to provide a run-off 7 ft. 9 in. above the rail of the 
inclines, the cradles are built wedge-shaped on a 2.22 per 
cent grade with pivoted aprons on the river end and feather 
rails on the shore ends. The inclines had been built on a 
3 per cent grade from a point above a river stage of 48 ft. 
to 300 ft. beyond the low-water mark, and thus provided 
sufficient length to transfer cars to the ferry at any stage 
of the river, 
The position of the cradle on the incline may be changed 
by the car. A heavy steel cable is permanently attached 
for this purpose and a push pole is provided for movement 
in the opposite direction. The cradle is mounted on ordi- 
nary car wheels and cast-steel slides. The whole is of | ; 
a weight to remain fixed in any position on the 
incline. xe 
‘To facilitate the centering of the track on the ferrybo 
with the track on the cradle when making a landing, 
beveled nose has been provided on each end of the boa 
4 corresponding recess is made in the outer end 
«pron, When the cradle is in position to land < 
projects about 3 ft. above the water level. A reel | 
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mounted on a timber support near the shore end of the 
cradle at the height of the trolley wire. As the cradle is 
raised or lowered along the incline the trolley wire, which 
is wound around the reel, is shortened or lengthened by 
turning a crank which operates a double set of chain pul- 
leys connected to the reel. This timber support is mounted 
on the cradle along with a pipe trolley-wire support at the 


Line — General 
Ferryboat Deck 


Evansville-Henderson Arrangement of 


river end. The latter is provided with a trolley pan. When 
the ferry is in position to transfer a car this pan engages 
with the one on the boat, thus providing a continuous trol- 
ley wire and permitting the car to move under its own 
power. Two-inch detachable pipe supports applied to the 
incline at 150-ft. intervals support the No. o trolley, 11 ft. 
above the rail, to the shore end of the incline well above 
high-water mark. 
FERRYBOAT FOR INTERURBAN CARS 

In the selection of a ferryboat which would best serve the 
company from an economical operating and maintenance 
standpoint it was necessary to design one that would re- 
quire a minimum force in operation, heavy and substantial 
enough to withstand the effect of the wind and river cur- 


rent as well to be able to break its own way through the 
ice during the winter months. These requirements were 
not only special, but so far as known this 1s the first 
interurban car ferry to be constructed. In order to meet 
all these special conditions the designer, M. M. Whitaker, 
of New York, constructed a boat with an all-steel hull of 
‘sufficient size to carry two standard interurban cars. - The 
“Henderson,” which is the name of the ferry, is 130 ft. in 
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length and 34 ft. 6 in. over-all beam. 
light is 88 tons and loaded 150 tons. 
The track on ‘the ferry’is’ carried on two yellow pine 
stringers bolted to the deck and supported on floor beams 
riveted to two trusses. In order to meet the draft require- 
ments of the railway company a very shallow hull was re- 
quired, and this was obtained by installing a pair of bridge 


Her displacement 


Evansville-Henderson Line—Trolley Wire Reel Bridge on 
Cradle 


trusses, the bottom members of which were on the bottom 
of the hull and the upper members above the deck level. 
In fact, the ferry was built by spacing these two trusses to 
clear the sides of a car and then boxing them in with 
steel plate so as to give a hull with sufficient displacement 
to carry the load. The hull is divided into five watertight 
bulkheads so that the boat will float with any one of the 
middle or both end compartments filled-with water. 

The two gaso‘ine engines are housed on either side of 
the track, which occupies the center of the deck. These 
engines are 54 hp each with a 7-in. bore, a g-in. stroke and 
a normal speed of 350 r.p.m. Each engine drives a side 
paddle-wheel, but additional gearing is provided so that one 
engine may operate both wheels if necessary. -The boat is 


Evansville-Henderson Line—View Showing Cradle on Incline Raised Out of Water 


equipped with double rudders and steering wheels after the 
usual ferryboat type, and a Crouse-Hinds luminous car 
headlight. mounted on a revolving standard is employed in 
landing at night. 

Bilge pumps are provided on each of the engines and 
there is also an air pump for the whistle. An independent 
3-in. centrifugal pump is connected to the flywheel of one 
of the engines through a clutch and silent chain drive. 
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This pump is designed for fire and bilge purposes and so 
connected to each of the watertight compartments in the 
hull that water can be drawn from them and discharged 
overboard. Water can also be taken from the river and 
discharged through the fire hose, 

A 500-volt d.c. generator, direct-connected to a 10-hp 
gasoline engine, supplies energy for the lamps on the boat 
and in the car during transit. This lighting set is auto- 
matically cut in and out when the trolley on the boat is 
connected to the trolley at the inclines. 

At the present time the trip across the river, which varies 
from 1600 ft. at low water to 2600 ft. during high water, 
consumes from five to eight minutes. This includes all the 
time required after the car is in position on the ferryboat 
until the boat is in position to land the car at the other 
incline. In making the landing when the car is at the 
extreme end of the deck, the level is lowered about 11 in. 
Two shifts of three men each are required to man the 
ferryboat—a pilot, an engineer and a deck hand. It has 
been in regular service long enough for the management to 
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Evansville-Henderson Line—Map Showing Route and Pro- 
posed Extension 


arrive at an average operating cost. This amounts to $14 
a day and includes the two shifts of workmen, gasoline, oil, 
waste, etc. 

ROLLING STOCK 

Four standard interurban cars were purchased to be 
used in service on the new line to Henderson. These cars 
will be operated in connection with the regular schedule 
maintained between Evansville and Mount Vernon and 
Grand View. This plan of operation requires cars from 
Grand View to Evansville to proceed to Mount Vernon, 
returning to Evansville and then making the round trip to 
Henderson. A minimum number of cars will thus be re- 
quired and at the same time a passenger can so arrange 
the time of his trip as to make it continuous to any point 
on the company’s lines. 

The new rolling stock includes three 50-ft. double-end 
passenger cars of semi-steel construction and arched roof 
design and one 47-ft. express car designed to be used as a 
locomotive. Both types of cars have an over-all width of 
& ft. 9 in. and are equipped with General Electric 214-C, 
75-hp motors with K-34 control on the passenger cars and 
type M control on the express car. The passenger cars are 
mounted on Brill M.C.B.-1 trucks and the express car on 
Brill M.C.B.-2 trucks. These new cars were built by the 
American Car Company, St. Louis. 

The construction of the Evansville, Henderson & Owens- 
boro Railway, as well as the design of rolling stock and 

ferry, was carried out under the general supervision of 
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W. A. Carson, general manager and purchasing agent. 
Until such time as the line now under construction between 
Henderson and Owensboro is completed the Evansville 
Railways Company will continue to maintain its motor- 
boat service between Rockport and Owensboro. This serv- 
ice includes four trips each day, and both passengers and 
package freight are handled. 


MEETING OF NEW ENGLAND STREET RAILWAY CLUB 


The regular monthly meeting of the New England Street 
Railway Club was held at the Boston City Club on the 
evening of Nov. 20, with President Lees in the chair, about 
120 members and guests being present. Eight new mem- 
bers were elected, and in the course of the short business 
meeting which followed the usual dinner a rising vote of 
thanks was passed and the sympathy of the club extended 
to its former secretary, John J. Lane, whose resignation 
on account of illness after many years of faithful service 
was recently noted in these columns. 

The evening was occupied by illustrated talks upon the 
Thermit process of welding, with moving pictures of work 
in the field. William C. Cuntz, general manager of the 
Goldschmidt Thermit Company, New York City, gave a 
short description of the development of the process by Dr. 
Hans Goldschmidt, of Germany, and pointed out the large 
field of application in connection with railroad shop work, 
steamship and locomotive repairs, track maintenance and 
shafting mends. The speaker cited the recent change in 
sentiment in relation to the importance of thorough track 
construction and repairs and said that two or three days 
of additional work on track built for permanent service with 
an anticipated life of many years are well spent if better 
construction is thereby secured. 

F. W. Cohen, chief engineer of the company, presented 
a paper in which the evils of the mechanical rail joint were 
analyzed in detail and the advantages of welded joints dis- 
cussed. Among the causes of trouble in mechanical joints 
are inequalities in the rolling of rails, direct vertical com- 
pression due to the improper transferring of the wheel load 
at the joint, deformation of material under wheel loads, 
wear produced by the transverse slip of the wheels, changes 
in the rail fiber caused by bending stresses, loose splice 
plates and uneven heights in the rail head. The only 
remedy against depression appears to be to force the op- 
posing rail heads together with sufficient pressure to cause 
both to go down together under the load, where a mechani- 
cal joint is used. The greatest tension strain in a rail due 
to temperature changes in the climate of New England is 
about 10,000 lb. per square inch. The speaker referred to 
an extended mathematical analysis of rail joint phenomena 
in his possession which was available for examination by 
members interested. 

W. R. Hulbert, of the Gots company, described 
the application of Thermit in many fields of metal repair 
work, showing how the reaction between a suitable mixture 
of aluminuc and iron oxide results in the formation of 
high-quality steel at a temperature of about 5400 deg. F. 
The point was made that the personal equation is a very 
important factor in the success of any welding system. 
Moving pictures were then shown of the welding of a 
locomotive frame, a steamship steering post and a section 
of track by Thermit. Lantern slides were also displayed. 

In a short discussion which followed H. M. Steward, 
head of the department of maintenance of way, Boston 
Elevated Railway Company, stated that in the latest work 


of the Goldschmidt company on the Boston surface lines a 


34-in. opening is left between the rail heads instead of e: 


preheating at the joint as in former practice. A square 24 


shim is inserted at the rail head in the opening, leaving | 
opportunity for the Thermit to weld on both sides, ne 
shim being of the same composition as the rails, — 
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A Stepless Storage Battery Car 


This Is a Center-Entrance, Four-Wheel Car in Which a 10-In. Step'from the Street to the Car Floor Has Been Secured 
by the Elimination of the Truck and a Very Ingenious Arrangement of Car Framing and Motor Support— 
The Construction Also Permits a Very Light Weight per Seat 


Another development of the Hedley-Doyle “stepless” de- 
sign in the form of a single-truck storage battery car has 
just been placed in service by the New York Railways. In 
general appearance it is quite similar to its celebrated proto- 
type except that it is considerably smaller and has a-wheel 
arrangement similar to that of a single-truck car. No truck 
is used, however, the body being spring-supported directly 
on the journal boxes. The use of only two axles with 
small wheels has enabled the designers to bring the points 
of support near together and by means of a novel motor 
drive has permitted the body to be carried practically above 
the axles instead of hanging between them as in the original 
double-truck stepless car. However, the remarkable fea- 
ture of a single 10-in. step from the street to the car floor 
has been retained as well as the original fare-collecting ar- 
rangement in which the conductor is stationed behind a 
change desk opposite the entrance door. 

GENERAL ARRANGEMENT 

The exterior features include a single-arch roof, with 
the same graceful upward sweep of the eaves at the ends of 
the car notable in the original stepless car, thus permitting 
front windows of a greater height than at the sides. The 
low-entrance doors at the sides of the car are another point 
of similarity, but the lower side panel below a heavy belt 
rail is concave for wagon hub clearance on account of the 
narrow streets where the car is to be operated. 

The interior has in general a longitudinal seating ar- 
rangement. There are, however, two stationary cross seats, 
one in each half of the car, on opposite sides, so that they 
are almost diagonally across the car from each other. 
Under these stationary cross seats are located the motors. 
Owing to the ramp which rises from the low, center por- 
tion of the car at the doors toward the higher end floors, 
the longitudinal seats near the ends are at a higher eleva- 
tion than those near the center in order to give seats with 


RAILWAYS 


All of the seats are covered with rattan and in general are 
16% in. wide at the hip line. 

Separate compartments are not provided for the motor- 
man, and the entire rear end of the car is in consequence 
available for seated passengers, the controller being cov- 
ered when not in use by a swinging section of the 


Stepless Storage Battery Car—Interior View Showing Seat-. 
ing Arrangement 


seat back near the center portion of each end of the car. 
At the operating end a removable section of the seat is: 
drawn out of place, turned around and reinserted in the 
horizontal slides in which. it moves, thus forming a seat 
with a back for the motorman. When turned around in 


CO. 


Stepless Storage Battery Car—Exterior View Showing Arrangement of Wheels and Doorway 


level tops without too great a height above the car flooring. 
Under the longitudinal seats are the storage batteries, the 
entire space thus afforded being used for this purpose ex- 
cept short. sections in which are located the heaters and 
motorman’s space. Based on a 17-in. allowance for each 
passenger, the seating capacity of the car is thirty-four. 


this manner the seat is pushed in only part way so that room 
is provided for the motorman’s knees sufficient to allow 
him to operate the foot brake. The brake is of the automo- 
bile type with pedals at the extreme ends of the car, which 
are consequently concealed by the seats when these are in 
the position for use by passengers. The arrangement elimi- 


=" 
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nates the necessity for a bulky brake wheel or ratchet 
handle to interfere with passengers or reduce valuable seat- 
ing space. Roller curtains are provided at the motorman’s 
sides and back in order to protect him against the glare 
from the interior when the car is lighted at night and to 
isolate him from passengers. These curtains are carried on 
rollers attached to the ceiling and roll up out of the way 
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ing, extending as high as the belt rail for the entire length 
of the car. The car siding between the side‘sill and the 
belt rail is of 3/32-in. steel plate, and the whole side of 
the car is the equivalent of a plate girder, supported at 
the wheels, with an opening for the doorway, the latter 
being reinforced by an L-shaped pressed-stee] member eX- 
tending around it, by this means transferring the compres- 
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Stepless Storage Battery Car—Plan Showing Arrangement of Seats 


when not in use. They are guided by enameled stanchions. 

The main entrance doors differ from those used in the 
original stepless car in that they are of the folding instead 
of the sliding type. Owing to the small seating capacity 
the door width is only 25 in., this being considered by the 
designers to be ample for the service in which the car will 
be used. This gives room for only a single file of passen- 
gers, but it provides extra seating capacity and also per- 
mits the use of a single folding door which can be oper- 
ated manually by the conductor, thus eliminating the weight 
of an operating mechanism as well as the necessity for 
compressed air, which on this car is not needed for the 
brakes. The operating mechanism is a simple bell crank 


attached to the door and connected under the floor by a 


rod to an operating crank at the opposite side of the car 
from the entrance. This position of the operating crank 
permits the conductor to be located in the same position 
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sive strains in the belt rail across the top of the doorway. 

At the wheels the side sills are cut, leaving a space o 
about 2 ft. for the pedestals and springs, which are located 
above the journal boxes. The boxes are located in practi-— 
cally the same vertical plane as the side sills and conse- 
quently notches about 1 ft. high are cut in the sides of the 
car at each wheel. The strains in the side sills are trans- 
mitted across this notch by a 3-in. x 54-in. bar, fastened by 
finished bolts to the under sides of the side sills. A steel 
casting is riveted to the vertical legs of the angle side sills 
and extends around the notch in the sheathing, being 
eted to the latter at several points. This construc 
makes the notch the equivalent of a hole cut in the gird 
formed by’ the car siding to permit the extended axles” 
journal boxes to pass through to the outside of the ca 
The steel casting which reinforces the top of the note 
L-shaped, and against this bear the tops of the spi 
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__ as he is in the original stepless car and yet enables him to 
operate the door without moving from his position. The 
door devices were furnished by the Prepayment Car Sales 


_ Company. len 
Bette vated, co Ny 4, HODY- CONSTRUCTION 
_ The car body is built up on a structural steel underframe, 
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to the side sills of which is riveted steel-plate side sheath. 
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Springs from the journal box. The ped 
this casting are bolted at their botto1 
tending across the bottom of th i 
pedestals rigidly in a vertic: 

made with wings oxtentie 
three springs are installed fc 
and one between the pede: 
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Two 4-in. I-beams and one 3-in. I-beam are extended be- 
tween the side sills in each half of the car to form needle 
beams upon which the longitudinal bottom framing mem- 
bers are supported. The motors are carried on the bottom 
framing and special spaces are provided for them. 

A plain arched roof, made of agasote, is supported on 
Headlining is omitted 


carlines bent to follow its outline. 
in order to save weight. 
The floor is made of wood, 
13/16 in. thick, resting on 
the steel underframe except 
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Company, whose engineering department also assisted in 
the design under the direction of the officials of the New 
York Railways Company. 
MOTIVE POWER EQUIPMENT 
The drive is unquestionably one of the most interesting 
of all of the original features of this car. The two motors, 
as mentioned before, are located under the two transverse 


at the axles, where clear- 
ance is limited on account 


of the necessity for keep- 
ing the car at a low eleva- 
tion. At the axles a gap 
is left in the floor and this 


is covered by;a %-in. steel 
checker plate. The top of 


the checker plate is at about 
the same elevation as the 
top of the car floor, so that , 
no ridge is apparent above ~ 
the general line of the 
floor. By this means, how- 
ever, nearly 1 in. of height 
is saved. 
The general dimensions and weights are as follows: 
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The weight of the car, including the battery as it stands, 
is 485 lb. per seated passenger, or for the car alone without 
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Set in Notches in the Side Framing 


the battery only 360 Ib. per seated passenger. However, 
owing to the fact that the present car was the only one 
‘constricted of the order and in consequence had to be fur- 
ished with more or less stock material designed for other 
equipment, it is believed by the designers to be consider- 
ably heavier than cars of the same general design can be 


cted. The car was built by The J. G. Brill 


(MA 


Stepless Storage Battery Car—Method of Supporting Car Direct on Springs 


Stepless Storage Battery Car—Arrangement of Rigging for Band Brake 


seats diagonally opposite to each other. Each motor rests 
on the bottom framing over a space formed by a longi- 
tudinal I-beam along the center line of the car, between 
two of the needle beams and the side sill, the space being 
inclosed at the ends by one of the needle beams and an 
angle about 20 in. away from it. Below the motor is a 
back gear shaft supported in bearings attached to the under- 
side of the framing. On this back gear shaft, which is 
driven by a gear meshing with the motor pinion, is a 
sprocket wheel from which a slow-speed roller chain drives 
another sprocket on the car axle, the latter sprocket being 
located just outside of the wheel. The 
wheels are 2 ft. 3% in. nearer to the 
center line of the car than the motors, 
and the chain drive is practically hori- 
zontal, thus permitting vertical motion 
of the wheel between the pedestals in- 
dependent of the motor supported on 
- the car body. The wheels are pressed 
on to the axles, and in consequence the 
two wheels on either of the axles can- 
not revolve independently of each 
other. The drive, therefore, provides 
for I00 per cent.of the weight .upon 
the wheels. 
The two motors are of the General 

Electric No. 1026 double-reduction gear 

type. They are rated at 85 volts and 

40 amp, with a speed of 1400 r.p.m. 

The gear reduction is approximately 

six to one, the first reduction being ob- 

tained by the back gear shaft and 
amounting to 4.8 to 1, the second re- 
duction being obtained by the different 
sizes of the two sprockets for the slow- 
speed roller chain and amounting to 

1.25 to 1. At their rated capacity the 

motors deliver about 4 hp each. 

The batteries located under the car seats are the Electric 
Storage Battery Company’s 33-M.V. “Hy-Cap” type. There 
are forty-four cells, each of which provides an initial volt- 
age of 2.1 and a final voltage when near discharge of 1.7. 
The rated capacity of the complete battery is 86.4 amp 
for four hours, giving approximately 29,000 watt hours 
available on a normal charge. 


1060 


EQUIPMENT : 
As previously mentioned, the brake used on the car tor 
the purpose of saving room in the interior of the car and 
providing the utmost possible seating capacity is operated 
by the motorman’s foot. To reduce the travel necessary 
for practical operation under these circumstances the de- 
signers installed a band brake, as shown in the accompany- 
ing line cut. The bands, which are of the Raybestos type, 
were furnished by the Royal Equipment Company and fur- 
mish a braking power equal to go per cent of the weight 
upon the wheels with a 60-lb. pressure at the foot pedal. 
The journal boxes are equipped with roller bearings for 
the obvious purpose of reducing power consumption as 
much as possible, the general arrangement being shown by 
the accompanying halftones. Brill roof ventilators are in- 
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Stepless Storage Battery Car—Floor Framing 


stalled on the car roof and a Consolidated Car Heating 
‘Company’s heater with a motor-operated fan blower is in- 
stalled under one of the seats. This heater is of the coal- 
burning type, as electric power from two storage batteries 
was considered to be too expensive to be used for car 
heating. Electric interior lighting and electric headlights 
are installed on a circuit supplied from cells separate from 
the main battery. The fenders necessary to protect pedes- 
trians from being caught under the long overhanging por- 
tion of the car and rolled under the wheels are of the auto- 
matic H-B wheelguard type. 

The Hedley-Doyle patents on this car are controlled by 
the Prepayment Car Sales Company, whose prepayment 
system of operation is also used. 


RAMP FLOORS AND GLASS DOOR PANELS IN KANSAS 
CITY 


An account was published on.page 665 of the Exrecrric 
Rattway Journat for Oct. 7, 1911, of twenty-five single- 
ended prepayment cars built for the Metropolitan Street 
Railway, Kansas City, with ramps on the rear platforms 
instead of steps. These ramps provide a rise of 12 in. from 
the top of the platform step to the car door, and the floor 
of the car has another rise of 1% in. between the car door 
and the rear body bolster. The company is very well satis- 
fied with the results from this construction. It permits of 
a low first step, but this, though important, is not the only 
advantage. The Kansas City company, like many others, 
has experienced considerable trouble in keeping the plat- 
forms clear of standing passengers, and the ramp has 
solved this problem. At first there was considerable appre- 
hension concerning the safety of passengers with this in- 
clined surface in the place of the level floor and steps on 
the back platform, but experience has shown that not a 
single accident has been due to the presence of the ramp 
in the cars. 
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Still another advantage, which largely can be attributed’ 
to the disinclination of passengers to remain on the back 
platform, is that by actual count it has been found that 
8o per cent of the people use the front exit. In addition to 
the rear vestibule floor construction, a small poster carried 
on the front bulkhead requests that passengers use the 
front exit as much as possible. | 

Another feature introduced at the time the ramps were 
installed on the cars was the employment of glass in the 
place of wood for the vestibule door panels. At first this 
method of construction was intended only to give the con- 
ductor a clear view of approaching passengers and at the 
same time to keep boys from riding on the step outside the 
closed door. Experience to date has shown that the desired 
result has been obtained and at the same time no more glass 
panels have been broken than if wood had been used. An- 
other point in favor of the glass panel is the low cost of 
repairs in case a panel is broken. Both of the features in 
car design have proved very satisfactory, and all cars are be- 
ing equipped with the ramp construction and glass vestibule 
door panels as fast as they come into the shop for a general 
overhauling. More than 100 cars have been changed over 
during the present year. 


REPORT OF COMMITTEE ON ELECTRICAL WORKING 
OF THE AMERICAN RAILWAY ASSOCIATION 


A report was presented by the committee on electrical 
working at the meeting of the American Railway Associa- 
tion held at the Hotel Blackstone, Chicago, on Nov. 20. 
The substance of the report follows: 

“No formal sessions of the committee have been held 
during the past summer. Practically no comments have 
been received by your committee regarding the report sub- 
mitted to the association on May 15, 1912, covering the 
‘recommended standards for limiting clearance lines: for 
third-rail and permanent way structures and rolling equip- 
ment’ and the ‘specifications for overhead crossings of elec- 
tric light and power lines.’ Since the adoption of the May 
15, 1912, report by the association, the general secretary 
has issued the circular, No. 1192, of May 23, 1912, covering 
the modification of Car Service Rule No. 15 (d). 

“Pending comments by the various railway companies on 
the recommendations contained in the report of May 15, 
and the submission of the report of the committee on main- 
tenance on the maximum dimensions of box cars and right- 
of-way clearances, it is not thought desirable to make 
further recommendations having regard to third-rail clear- 
ances. 

“Meanwhile, your committee is giving attention to the 
question of location of overhead working conductors, which 
are required for the alternating-current electric traction 
systems, and hopes to be able to submit a report upon the 
subject at the meeting of the association in the spring of 
1913.” 

The committee on electrical working, which made the 
report, is composed of the following: George Gibbs, chair- 
man, chief engineer of electric traction Long Island Rail- 
road; J. D, Isaacs, consulting engineer Union and Southern 


Pacific Systems; W. J. Harahan, president Seaboard Air 


Line Railway; L. C. Fritch, chief engineer Chicago Great 
Western Railroad; J. H. Davis, electrical engineer Balti- 
more & Ohio Railroad; E. B. Katté, chief engineer electric 
traction New York Central & Hudson River Railroad; A. S. 
Baldwin, chief engineer Illinois Central Railroad. ; 

Mr. Harahan, one of the members of the committee, was. 


connected with the Erie Railroad at the time of his appoint- 
ra 


ment. He now retires from the committee and his place 
will be filled by a representative of the New York, N y 
Maven & Hartford Railroad, as that company was electe 
to membership on the committee. ‘ i te : 
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PARADE OF STREET CARS 


With the completion of its storage battery stepless car 
the management of the New York Railways decided to give 
a practical demonstration to the public of the improve- 
ments made by it in car construction and design during the 
past year. In consequence, on the morning of Nov. 21, it 
arranged for a working exhibit of car development and car 
evolution since the origin of street railways in New York. 
Seven types of cars were assembled at 9:30 a. m. on the 
side track on Fiftieth Street, close to the Seventh Avenue 
carhouse, and shortly after these cars were dispatched down 
Broadway. 

Accompanying the cars were several automobiles which 
called attention to the parade by frequent blowing of their 
horns. President Shonts, Vice-president Hedley and several 
other officials of the New York Railway Company and 
representatives from the Public Service Commission and 
the daily press participated in the trip. The parade at- 
tracted a great deal of attention, and pedestrians on Broad- 
way, the busiest thoroughfare in New York City, mani- 
fested a great deal of interest in the historical review 
which it presented. Each car was labeled with its date of 
construction, and the exhibit was a most practical demon- 
stration of the enterprise of the company in meeting the 
demands of the public. 

First in the procession was a horse car of the period of 
1860. It had a body about 14 ft. in length with 2-ft. plat- 
forms and seats for twelve passengers. Originally it was 
probably drawn by one horse, but in the parade two strong 
horses were used to enable the car to keep its place in the 
line and not delay the schedule. These horses were relayed 
at several points along Broadway. 

The second car was a single-truck box car similar to the 
cable cars which were used in the late eighties and the early 
nineties. It provided seats for twenty-eight passengers. 

The third car was of the double-truck type which ap- 
peared about 1896 with the beginning of electric operation. 
It was designed to seat thirty-six passengers on its longitu- 
dinal seats. 

The last four cars were of the prepayment type and illus- 
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three new types of stepless center-entrance cars, designed 
and built during the present year. 

The first of these modern cars in the group was the new 
low-level center-entrance storage battery car No. 7000, 
described elsewhere in this issue. It was the first real trial 


The Horse Car Which Led the Procession 


trip of this car, as during the past two weeks, since its 
receipt from the builders, the car has been in the shops to 
be fitted for operation. The car seats thirty-four people 
and will be put in trial operation on the Spring Street Cross- 
town line, now operated by horses. 

Following this was car No. 5000, the stepless, double- 
truck, center-entrance car which has been in operation since 
last March on the Broadway line. This car was described 
in the ELecrric RatLway JourNAL for March 16, 1912. 
The company has recently ordered 175 additional cars of 
this type. The seating capacity is fifty-one. 

The last car in the group was the double-deck car 6000, 
described in the Erectric RatLway JourNAL for Aug. 10, 


The Three Types of Stepless Center-Entrance Cars Passing Times Square 


trated the rapid development in car design which has taken 
place since the prepayment idea became general. The first 
of the prepayment cars was the 1908 type of the double- 
truck pay-as-you-enter plan, first operated on the Madison 
Avenue line. This car at the time of its introduction was 
considered a great advance over anything which had pre- 
viously been used and was, in fact, the pioneer in New 
York of prepayment cars. The average seating capacity 
was forty-four. The three cars following this were the 


1912. This car seats eighty-eight passengers and was the 
car in which most of the guests rode during the procession 
down Broadway. 

The parade extended from the carhouse at Seventh 
Avenue and Fiftieth Streets to the Battery and return. 
Afterward the more modern of the cars were returned to 
their regular services. The illustrations give views of the 
parade, of which some continuous motion films were also 
taken for exhibition in moving picture shows. 
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Opening Sessions of the National Association of 


[Vot. XL, No. 20. 


Railway Commissioners 


The Reports of Most Direct Interest to Electric Railsiay peComnp: inies Were Those on Valuations and on Accounts and 
Statistics of Electric eg ne ecl of These Reports and Others Are Published 


The opening session of the twenty-fourth annual conven- 
tion of the National Association of Railway Commissioners 
was held on Novy. 1g at the rooms of the Intetstate Com- 
merce Cofiifiission, Washington, D. C.. The convention was 
called to order at 11 a.m. by the president, Charles Lele 
Staples; of Minriesota. i is 

Judge Prouty, chairman of the Interstate emits €om- 
mission, presented an address of welcome, after which the 
president readvhis address. Mr. Staples called attention to 
the inctéased duties of the commissions in differerit states 
and also discussed the weighing of freight, car Supply, 
safety of operation and rearrangement of committee work. 
On the latter subject he said that the executive committee 
recommended that committee “No, 13, on, accounts and 
statistics of electric railways, should be abolished and that 
the work of the committee should be performed by com- 
mittee No. 9, on statistics and accounts. He also suggested 
that a new name for the association might be adopted in 
view of the organization of many public service com- 
missions. 

VALUATIONS 

In the afternoon session Clifford Thorne, commissioner 
of lowa and chairman of the committee on railroad taxes 
and plans for ascertaining fair valuation of railroad prop- 
erty, presented the report of that committee. It will be 
found on another page. In presenting the report Mr. Thorne 
said that in reply to the questions sent to the different com- 
missions it had received over 500 typewritten pages of 
monographs. In the association’s disposition of the report, 
the committee recommended that its successor should either 
send a copy of the report to the different commissions and 
request a discussion on its main points or else should itself 
frame rules for valuation purposes, such rules not to be 
binding on the association, He stated that an association 
composed of owners of public utility properties in the 
country had a valuation committee which was investigating 
the subject. “and he believed that it would be advisable for 
the commissions also to conduct a study. A suggestion 
made by a gentleman having charge of the Michigan 
appraisal was that a national commission, similar to the 
Tariff Commission, composed of five competent men, three 
engineers ang, ‘perhaps two lawyers, should be appointed to 
make*ani exhaustive investigation of ‘the problem. Certainly 
no question” ‘Involving larger sums Of, money had ever been 
submitted, t6, any tribunal in the history. of the human race 
than would be presented to such a body of men. All the 
eraft in all the financial deals in the history of American 
railroads ‘and all the insurance scandals combined were not 
as important, measured in dollars and cents, as was the 
proper determination of the question of whether interest 
on the construction of railroads should be allowed for one 
year or five years. Nevertheless, if two experts in the 
valuation of railroad properties, one just as honest as the 
other, were valuing the same property for the same pur- 
pose at the same time, one might put a value on the prop: 
erty 50 per cent greater than that found by the other expert. 
Continuing, Mr. Thorne said: 

“The necessity for a dispassionate, broad-gaged, thorough 
analysis of these valuation methods in the immediate future, 
and before final conclusions are reached, is completely estab- 
lished by the facts disclosed in our comparison of the 
methods pursued in the different states. There are certain 
questions which are very technical in character which the 
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courts eri be tempted to leave to the discretion of engineers. 

Actual experience shows that these engineers themselves 
have adopted such varying methods as would cause dif- 
ferences in totals for the country amounting to several 
billions of dollars, upon which returns are to be paid year 
after year for generations to come. 

“It becomes of supreme importance that we shall con- 
sider these problems carefully and shall adopt just and 
reasonable methods. We are under obligation to render 
entire justice to the owners of these properties. A spirit of 
fairness must pervade our work. No fair-minded citizen 
will countenance for an instant any attempt to take away, 
destroy or injure property which rightfully belongs to the 
stockholders of American railroads. At the same time, we 
owe it to the present and to all future generations that 
unjust burdens shall not be placed upon them through any 
fault of ours.. The public may be called upon to help solve 
some of these problems. There is an old saying that a 
question is never settled until it is settled right.” 

On vote of the association the discussion on this report 
as presented was postponed until Thursday morning. 

RATES AND RATE MAKING 

The report of the committee on rates and rate making was 
then presented by William J. Wood, commissioner of 
Indiana. It showed a great variation in the methods of 
establishing rates and in the actual rates established. The 
committee recommended, among other things, that the com- 
mittees on plans for ascertaining fair valuations of railway 
property, statistics and accounts and rates and rate making 
should be consolidated, to be known as the committee on 
rates and rate making, valuation of railway property and 
statistics and accounts, and that it should consist of one or 
more representatives selected from each commission in the 
United States; that a sub-committee consisting of three, 
five or seven members be selected from the committee with 
the power to hold meetings, conferences and hearings 
whenever and wherever deemed expedient during the 
ensuing year, the sub-committee to report its findings to the 
committee proper, which in turn shall be in a position to 
recommend to the association at its 1913 meeting the adop- 
tion of a uniform method of rate making for all commis- 
sions in the United States. 

LEGISLATION 

The next report was that of the committee on legislation. 
This committee referred to the instructions given to it at 
the last convention to endeavor to secure legislation pro- 
viding that a federal court should not restrain or enjoin 
state officers in the enforcement of state laws or of the 
orders of public service commissions. Hence it had pres 
pared a bill which was introduced last spring by Senator 
Nelson, of Minnesota, known as Senate Bill 4366, to amend 
the act relating to the judiciary, to read as follows: 

“Sec. 265. The writ of injunction shall not be granted by | 
any court of the United States to stay the proceedings in 
any court of a state except in cases where such injunction 
may be authorized by any law relating to proceedings in 
bankruptcy; or to restrain the enforcement, operation ae 
cxecution of any statute of a state, or order, rule or re 


lation made by a commission or body authorized by state’ ; 


laws to regulate and control common carriers or ot 
public service corporations.” 

The railroad companies had objected to the p 
this bill and had raised the question of the right of Ce 
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to enact such a law. The bill had not been reported by the 
Senate committee, but the association committee on legisla- 
tion believes that such a law ought to be adopted and hopes 
that the next committee may have better success in securing 
its adoption. 

After the conclusion of this report the association 
adjourned until Nov. 20. Abstracts of a number of other 
reports and advance papers presented at the meeting follow. 
The committee on accounts and statistics of electric rail- 
ways, whose report appears first, consisted of A. F. Web- 
ber, New York, chairman; G. W. Bishop, Massachusetts ; 
G. F. Giddings, Maine; J. A. Willoughby, Illinois; J. F. 
McClure, Indiana; J. E. Sague, New York; N. Ewing, 
Pennsylvania. 


REPORT OF THE COMMITTEE ON ACCOUNTS 
AND STATISTICS OF ELECTRIC RAILWAYS 


Compared with the steam railroad the electric railway 
is a recent development, and even though it was a substi- 
tute for the earlier methods of street railroad transporta- 
tion by means of animal traction, the industry has not 
until very recently attained anything like the magnitude 
of steam railroad transportation. The industry was essen- 
tially a local business, and there were few occasions of 
contact between the managers and operators of companies 
in different cities. It is not therefore surprising that 
down to comparatively recent years there was no uni- 
formity in the accounts and records of electric railways. 
The principal impetus toward uniformity was undoubtedly 
the organization of the Street Railway Accountants’ Asso- 
ciation of America in 1897. This association adopted 
a classification of operating expenses and a form of report 
that were used by a considerable number of the state rail- 
road commissions and also by companies in states that had 
no supervisory commission, 

After the Interstate Commerce Commission had com- 
pleted its system of accounts for steam railroads in 1907 
it turned its attention to the accounts of the electric rail- 
ways just at the time when public utility commissions with 
ample powers of supervision over accounts, rates, capital- 
ization, etc., were established in New York and Wisconsin. 
These commissions were especially interested in an indus- 
try that is still in the main a local or intrastate. industry 
subject to their exclusive jurisdiction, and upon the invi- 
tation of the Interstate Commerce Commission they par- 
ticipated in the conferences with the representatives of 
the railways in the formulation of a new classification of 
accounts. The so-called standard classification of the 
Accountants’ Association was revised and was adopted by 
the Interstate Commerce Commission, but neither of the 
New York commissions nor the Wisconsin commission 
was ready to adopt the classification without considerable 
modification. The committee upon accounts and statistics 
of electric railways that reported to this association in 1909 
considered the advisability of recommending a uniform 
system of accounts and reported adversely against the 
proposition in the following language: 

“Your committee has considered the advisability of rec- 
ommending to this convention the approval of a uniform 
system. There seemed to be a general feeling, however, 
that as the systems adopted by the Interstate Commerce 
Commission and the commissions of New York and Wis- 
consin have been in operation only a comparatively short 
time—less than a year—and as their adaptability to actual 
conditions can only be determined by practical experience, 
it would be unwise at this time to recommend any specific 
system of accounts. By the time the next convention is 
held, however, the Interstate Commerce Commission and 
the commissions of some of the states, as well as many cor- 
porations, will have had an opportunity to see to what ex- 
tent the system is workable, and it will then be possible to 


determine with certainty whether a uniform system is 
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practicable, and whether, in general outline, the system 
that is being tried will serve as a basis for general adop- 
tion. 

“Your committee does not recommend at this time, there- 
fore, the adoption or approval of any system, but does rec- 
ommend that any state which is intending to adopt any 
system of accounts, in whole or in part, should adopt a 
plan which harmonizes or is in substantial agreement with 
the system in force under the jurisdiction of the Interstate 
Commerce Commission and in the states of New York and 
Wisconsin. Doubtless changes will need to be made in 
these systems, but these can easily be made, provided the 
fundamental features of the system in actual operation 
are not departed from to any degree.” 

DIFFERENCES IN THE SYSTEMS OF ACCOUNTS 

With reference to the lack of uniformity, it is to be 
noted in the first place that the Interstate Commerce 
Commission has not adopted a complete system of ac- 
counts, but only three classifications, dealing respectively 
with expenditures for road and equipment, operating rev- 
enue and operating expenses, while the New York com- 
missions have added a classification of the entire income 
and balance-sheet accounts and have also prescribed the 
definitions of the statistical units of car movements, such 
as car miles, car hours, seat miles, etc. There are no sub- 
stantial differences in the classifications of operating rev- 
enues, and the classifications of expenditures on road and 
equipment are also substantially identical, so far as phys- 
ical property is concerned, while slight differences exist as 
to the treatment of overhead charges and development ex- 
penses. But in coming to operating expenses, and espe- 
cially the expenses of maintenance in connection with re- 
placements, additions and betterments, there seem to be 
tather fundamental differences between the system of the 
Interstate Commerce Commission, so far as it has been 
drawn up, and the complete system of accounts of the 
New York commissions. While the Interstate Commerce 
Commission in its system of accounts for steam railroads 
insists that operating expenses shall include proper allow- 
ances for the depreciation of equipment, the commission 
in its classification of expenses of electric railways has 
left depreciation charges to the supervision of state com- 
missions, presumably on the ground that the majority of 
electric railways are not engaged in interstate commerce. 
This throws open to possible variation the whole field of 
maintenance. Thus, a state that insists upon an adequate 
depreciation fund will require all important renewals and 
replacements to be charged against that fund rather than 
to ordinary maintenance and will thus preserve a sharp 
distinction between current maintenance, consisting only 
of repairs, and occasional or unusual maintenance, consist- 
ing of important replacements. The New York commis- 
sions have for this reason eliminated from the individual 
expense accounts concerned with the maintenance of equip- 
ment all renewals and replacements of the units or prin- 
cipal parts of facilities and equipment and have added to 
the repair items a single account for depreciation or re- 
placements of units. All withdrawals or retirements of 
units must be deducted from property accounts and charged 
to the depreciation of funds. While this method insures 
the integrity of the investment of a company by preventing 
the flotation of additional securities for property that rep- 
resents mere rep!acements or substitutions, such as dynamos 
for horses, it still requires detailed definitions of units or 
principal parts, as distinguished from the minor parts, 
which may be replaced without distorting the repair ac- 
counts. 

MAINTENANCE OF POWER PLANTS AND RENTS 

Another element of disturbance in the comparison of 
maintenance costs of electric railways is due to the fact 
that a considerable and increasing number of companies 
own no power plants, but buy electrical energy from other 
companies. In New York City, for example, three out of 
four operating electric railways buy power and conse- 


1064 


quently have no direct expenditures for maintenance of 
generating power plant buildings and equipment. In the 
smaller cities and towns the street railway company will 
very likely have a commercial light and power depart- 
ment and will therefore include all generating power plant 
maintenance in the expenses of that department. To ob- 
tain fair comparisons of maintenance costs between com- 
panies it therefore seems necessary to eliminate from the 
comparison all maintenance expenses relating to the gen- 
erating power plant. This has actually been done in the 
system of accounts prescribed by the Wisconsin commis- 
sion, which segregates in one group of accounts all the 
expenses having to do with power supply. “Maintenance 
of way and structures” and “maintenance of equipment” 
consequently have the same meaning for all companies, 
while the cost of power includes the same elements of 
operating cost and lacks uniformity only because the ex- 
penditure made for power purchased from other com- 
panies includes the rent element represented by a return 
upon the investment of the producing company. 

Rents themselves are not. treated in an identical manner 
by the principal commissions that have to do with electric 
railway accounts. Thus the Interstate Commerce Com- 
mission, which, by means of joint facilities accounts, ex- 
cludes pure rent from the operating expenses of steam 
railroads, abandons the joint facilities accounts in its elec- 
tric railway classification and thus permits all kinds of 
operating rents to be included in operating expenses. The 
New York commissions, on the other hand, have excluded 
all rents from operating expenses, although they permit 
a company to include in its expenses its share of the cost 
‘of maintenance and operation of a joint facility or other 
property not owned. Any additional payment to the owner 
as a return upon the investment is not to be treated as an 
operating expense. 

HARMONIZING OF DIFFERENCES DESIRABLE 

It seems desirable that these and other differences of 
less significance should if possible be harmonized, as they 
are likely to increase from year to year with independent 
interpretation. Uniformity in electric railway statistics 
cannot be attained without the co-operation of the state 
commissions that supervise the principal street railroads, 
and these commissions will, it is to be hoped, be actively 
represented on all conference committees. It is therefore 
recommended that this association take steps toward the 
preparation of a uniform system of accounts through a 
committee empowered to confer not only with the Inter- 
state Commerce Commission and the committee on stand- 
ard classification of the American Electric Railway Ac- 
countants’ Association but also with other committees of 
the accountants and engineering sections of the American 
Electric Railway Association, such as the committee on 
statistical units, the committee on life of railway physical 
property and the sub-committee on what constitutes main- 
tenance. As already observed, no system of accounts yet 
adopted has formulated an exact distinction between re- 
pairs and replacements, although such distinction is ab- 
solutely essential to the determination of proper depre- 
ciation allowances in the regulation of rates. 


REPORT OF COMMITTEE ON RAILWAY 
CAPITALIZATION 


The chairman of this committee was C. H. Hughes, com- 
missioner of Ohio, and the report favored “federal control 
and voluntary federal charters where conditions bring the 
subject matter within its jurisdiction.” It went on: “We 
believe that, generally, federal jurisdiction may be asserted. 
But where it may not be exercised there should be as nearly 
as practicable uniform state legislation, molded after such 
federal laws, so that when an intrastate company reaches 
such proportions that it would engage in interstate com- 
merce it may do so without material change of base.” 
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The report believed that full publicity of the financial 
operations of the company with the exact facts concerning 
every issue of stock and bonds would be a remedy for most 
of the evils of the past in railroad financing. This would 
help to protect the investor and still leave the responsibility 
for the conduct of the corporation’s affairs in the hands of 
its officers. Judson C. Clements, of the Interstate Com- 
merce Commission, a member of the committee, added that 
while he did not question the wholesome effects of publicity, 
as recommended in the report of the committee, he was 
convinced that a reasonable measure of restraint and con- 
trol of capitalization by public authority is not only justified 
but necessary for the adequate protection of all interests 
involved. 


REPORT OF THE COMMITTEE ON SAFETY 
~ APPLIANCES 


The chairman of the committee on safety appliances was 
William Kilpatrick, secretary of the Illinois Railroad Com- 
mission. Among other matters discussed was the automatic 
control of trains, which the committee considered should, 
if used, be made secondary to the signal system. It was 
also believed that the automatic train-control device might 
shift the responsibility of safe train operation from the 
engineer to the less experienced maintainer of mechanical 
devices. The report considers that, after all, the fallibility 
of railway employees was and will be responsible for a 
very large percentage of accidents. 

The report commends the organization of the safety com- 
mittees formed on some systems and suggests that railway 
employees should be amenable to the State, as in Europe. 
Upon this point the report says: 

“Employees engaged in train operation should be required 
by law to serve an apprenticeship of a sufficient duration to 
qualify themselves for the position they seek. Before the 
applicant is permitted to serve in any capacity in train 
service he should be examined by a competent state board 
of examiners as to his physical and mental qualification. 
Such examinations and tests should be graduated so as to 
meet the requirements of the different grades of the service, 
and a license must define the kind of service the applicant 
may perform. The state must reserve the right to revoke 
the license for good cause, to be renewed only upon satis- 
factory showing. 

“Many of the states have for a number of years been 
enforcing this very idea against the practitioners of medi- 
cine, lawyers, dentists, undertakers, electricians, horse- 
shoers, plumbers, stationary enginemen, barbers and others 
for no other purpose than to protect society, and it is need- 
less to add that excellent results have been secured. As far 
as the public is concerned, it is difficult to understand how 
the ability and requirements of the doctor, pharmacist, 
dentist and others are of greater importance to society than 
those of railway employees, and if it is possible to reduce 
indiscretions and incompetency in the classes mentioned by 
effective state legislation, it should not be difficult to extend 
similar legislation to railway employees.” 

RAILS 

The report points out that broken rails are not as large a 
factor in accidents as the public has been led to believe. 
Nevertheless, the quality of rails is an important factor. 
Examination had shown that the largest number of rail 
failures occurred during the winter months, and the report . 
recommends that the speed of the heavy passenger trains 
be restricted within moderate limits during at least the 
era of extreme temperatures. It also points out the tre- 
mendous increase in wheel loads recently and says: ; 

“In the United States the average wheel load has in- 
creased from about 22,000 Ib. in 1885 to 48,000 Ib. in 1907, , 
and since then these loads have been further increased. 
During the same period the weight of rail in main track 
has increased from about 65 lb. and 75 lb. per yard to 
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85 Ib. and too lb. per yard, which heavier weights now 
generally predominate. The very marked contrast just 
cited between the wheel loading on rails in Europe and in 
this country indicates that the effect of the wheel load on 
rail might be a very profitable topic for further considera- 
tion and study.” 

The report also urges greater attention to the proper 
support of rails. 


REPORT OF THE COMMITTEE ON RAILROAD 
TAXES AND PLANS FOR ASCERTAINING FAIR 
VALUATION OF RAILROAD PROPERTY 


This report was presented by a committee consisting of 
seven members, with Commissioner Thorne, of Iowa, as 
chairman. It states that at the present time great con- 
fusion exists in the methods pursued by the different states, 
and the actual effect in dollars and cents caused by slight 
variations in methods of valuation is remarkable. 

ALLOWANCE FOR CONTINGENCIES 

For example, in regard to contingencies, Professor 
Cooley, of Michigan, states that engineers in making esti- 
mates usually allow 10 per cent on the average. Mr. Jur- 
gensen, chief engineer for the Minnesota commission, fixes 
this item at 5 per cent. A. 1. Thompson, chief engineer for 
the Oklahoma Corporation Commission, states that the 
records of the companies demonstrate that this item ranges 
from one-half of 1 to 2 per cent. Massachusetts, though 
deeming it low, allowed 2 per cent on the total value in the 
valuation of the New York, New Haven & Hartford Rail- 
road. The report points out in this connection that a dif- 
ference of I per cent in the $15,000,000,000 worth of. rail- 
road property estimated to exist in the United States would 
mean a variation of $150,000,000. 

INTEREST DURING CONSTRUCTION 

A similar striking difference of opinion exists in regard 
to the interest during construction. There seems to be 
practical unanimity among the various states, the report 
says, in deciding that interest should be allowed for one- 
half of the construction period. Some favor a rate of 
5 per cent and others one of 6 per cent. In this respect 
there is not a large difference among these various state 
commissions. The confusion comes in determining what 
is a fair construction period. Thus under the plan fol- 
lowed in Kansas the time of construction for a 100-mile 
line is considered one year, whereas in a case in Nebraska 
the time required to complete 65 miles was considered three 
years. This difference in principle would amount to about 
10% per cent of the total value of the construction. To 
quote the report further: 

“The chief engineer of the Washington commission 
states: 

“‘*After estimating the cost of all of the physical prop- 
erty the following cumulative percentages were added for 
overhead expenses: Engineering and supervision, 3.5 per 
cent; legal and general expense, 1.5; interest during con- 
struction, per annum, 5; contingencies, 5. 

“The 5 per cent allowance for interest during construc- 
tion was applied to the construction cost for a length of 
time equivalent to one-half of the construction period, on 
the theory that all of the money necessary to build the 
road would be in use one-half of the time. All of the roads 
in the State were built piecemeal, over a period of ten to 
thirty years; hence in all cases it was necessary to assume 
a construction period, which may be determined very 
closely by the formula Y = M — 100, where Y equals 
number of years contained in the construction period and 
M equals the number of miles of main track.’ 

“Assuming an average of twenty years, 5 per cent in- 
terest during one-half of this period would add 50 per 
cent to the value of the property for this single item of 
interest during construction.” On the other hand, Cali- 
fornia considers that 5 per cent is the proper allowance 
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for interest during construction, This, the report points 
out, is a variation of 45 per cent between these two states. 
VALUE OF REAL ESTATE 

To quote the report further upon this point: “Another 
illustration of the same character concerns the value of 
real estate. Some commissions, like those of Wisconsin, 
Kansas and South Dakota, have allowed a multiple of 
two and one-half or three to be applied to the value of all 
the real estate belonging to the railroads in order to make 
allowance for purchase for railroad purposes. Other 
states, like Minnesota, Oklahoma and New Jersey, do not 
consider it proper to allow any sum or any multiple of this 
character. One state will allow two and one-half times 
the value of practically all the real estate belonging to the 
railroads, and others would adopt the present value of 
this real estate, judging by the market value of adjoining 
lands. This item alone applied to a national appraisal 
would cause differences aggregating several hundreds of 
millions of dollars. 

THE PRESENT STATUS OF RAILWAY VALUATIONS IN VARIOUS 
STATES 

The states where the commissions have made no valua- 
tions are Alabama, Arizona, Arkansas, Colorado, Connec- 
ticut, Florida, Georgia, Indiana, lowa, Kentucky, Louis- 
iana, Maine, Maryland, Missouri, New Hampshire, North 
Dakota, Ohio, Pennsylvania, Rhode Island and South 
Carolina. The report then presents a summary of the 
number of valuations made and the methods followed in 
the other states. In three of these states the valuations 
were made for short lines in connection with certain liti- 
gation. In one state (Texas) a comprehensive valuation 
was made about twenty years ago; in two states (Michi- 
gan and New Jersey) elaborate valuations have been made 
within recent years solely for taxation purposes; in one 
state (Massachusetts) solely for the purpose of investi- 
gating the soundness of a company’s securities; in another 
state (New York) several individual: properties have been 
valued for various purposes, and in another state (Oregon) 
several properties have been valued, but not all. The 
valuations reported by the New York Public Service Com- 
mission, First District, were of the electric railways in 
Brooklyn, for use in connection with rate cases, and of 
the surface lines in Manhattan, for use in connection with 
capitalization of the companies after reorganization and 
also in connection with a transfer case. The New York 
City Commission has also conducted valuations of other 
public utilities in New York. 

Comprehensive valuations to be used for rate making as 
well as for other purposes have been made during recent 
years or are being made at this time of all the railroads 
in eight states, as follows: California, Kansas, Minnesota, 
Nebraska, Oklahoma, South Dakota, Washington and 
Wisconsin, 

BASES FOR VALUATIONS 

The report then considers the different bases for valua- 
tion, such as capitalization, cost account or book account 
of the carriers, earning power, market value, bona fide 
investment added to betterments and improvements, cost of 
reproduction, present physical value, etc. 

It then says: “Much depends upon the purpose of the 
valuation. If the object is to determine the value for pur- 
chase or sale, the probable earnings of the company would 
be one of the controlling factors. But earnings cannot be 
used as the basis for an investigation relative to the rea- 
sonableness of rates which produce the earnings, for they 
are interdependent. The members of this association are 
concerned with values for two purposes—levying taxes and 
fixing maximum rates.” 

A few of the more usually advocated bases are then 
considered. In regard to “capitalization” the commission 
says that it finds no recent decision of any court or com- 
mission claiming that values should be determined by the 
capitalization of the company. 
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“Earning power” it considers equally unsatisfactory and 
says: “Value for purposes of purchase and sale, or issue 
of securities, or taxation, may perhaps depend to a con- 
siderable extent upon the present and prospective earning 
capacity of a property. But no one seriously contends that 
value for rate-making purposes should be based upon the 
earnings of a property. If the rates are too high, the earn- 
ings would be too high, and vice versa. One cannot be 
used to justify the other, or else we must assume that 
whatever is is right.” 

“Commercial value,” it believes, whether gaged by the 
market value of stocks and bonds or by the capitalization 
of net earnings, is objectionable for the same reason as 
earning power, because earning power determines com- 
mercial value, and the committee knows of no commission 
or court which has held during recent years that commer- 
cial value shall be used as the basis for rate regulation. 

Under the heading of “Cost Accounts or Book Accounts 
of the Carriers,’ the report quotes from the Interstate 
Commerce Commission in its annual report to Congress 
that “no court or commission or accountant or financial 
writer would for a moment consider that the present bal- 
ance sheet statement purporting to give the cost of prop- 
erty suggests, even in a remote degree, a reliable measure 
either of money invested or of present value.” The com- 
mittee adds that it knows of “no recent decision of any 
court or commission adopting the so-called book value as 
the basis for the determination of value for rate making, 
taxation or other public purpose.” 

COST OF REPRODUCTION NEW AND ORIGINAL INVESTMENT 

The report continues: 

“The conflict to-day as to the proper bases for the 
determination of value is being waged around these two— 
cost of reproduction and original investment. Very serious 
objections are made to each of these bases. Both must re- 
ceive consideration; however, in the Knoxville Water case 
(212 U. S., 1) the Supreme Court rejected the cost of re- 
production new as controlling. In Cotting vs. Godard (183 
U. S., 79) Mr. Justice Brewer, making a summary of the 
rulings of the Supreme Court upon this subject, stated: 

“Tt has declared that the present value of the property 
is the basis by which the test of reasonableness is to be 
determined, although the actual cost is to be considered, 
and that the value, of the services rendered to each in- 
dividual is also to be considered.’ 

“The original cost was rejected as the test in Stan- 
islaus Co. vs. San Joaquin & R. R. C. & I. Co. (192 U. S., 
201). Mr. Justice Peckham, in discussing the cost, said: 

““The original cost may have been too great; mistakes 
of construction, even though honest, may have been made, 
which necessarily enhanced the cost; more property may 
have been acquired than necessary or needful for the pur- 
pose intended. Other circumstances might exist which 
would show the original rates much too large for fair or 
reasonable compensation at the present time.’ (Knoxville 
Water Co. vs. Knoxville, 189 U. S., 434.) 

“We would suggest the use of the phrase ‘fair value’. 
As yet this expression has not become embarrassed by any 
distorted meanings; this is largely due to the fact that the 
Supreme Court itself has défined the term in such man- 
ner as to protect its use. 

FAIR VALUE 

“In the familiar passage of Smyth vs. Ames (169 U. S., 
466), Mr. Justice Harlan laid down the rule: 

“We hold that the basis of all calculations as to the 
reasonableness of rates to be charged by a corporation 
maintaining a highway under legislative sanction must be 
the fair value of the property being used by it for the con- 
venience of the public.’ 

“In the recent case of Willcox vs. the Consolidated Gas 
Co. (212 U. S., 19, 52), involving a commission’s order 
relative to reasonable rates, the Supreme Court stated: 

“‘And we concur with the court below in holding that 
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the value. of the property is to be determined as of the 
time when the inquiry is made regarding the rates. If the 
property which legally enters into the consideration of the- 
question of rates. has increased in value since it was ac- 
quired the company is entitled to the benefit of such in- 
crease.” 

“The fundamental. question becomes, What property 
‘egally enters into the consideration of the question of 
rates’? 

“There are scores of cases during the past few years. 
wherein large consideration has been given to the present 
value. These cases involve the reasonableness of rates for 
railroads as well as gas plants, water plants, electric light 
works and street railways. At the present time there are- 
over fifty cases pending in the federal courts and eight in 
the Supreme Court, involving the reasonableness of rates. 
on railroads, wherein the present physical value of the 
properties is one of the controlling issues. 

“None of these cases, to our knowledge, holds that pres- 
ent physical value and fair value are synonymous terms. 
The problem arises in determining the relative weight to. 
be given to physical value and to the other factors and 
elements that enter into fair value. 

“The determination of what factors shall be included in 
that ‘fair value’ upon which a company is ‘legally entitled 
to a return is subject to much conflict of opinion. Some: 
would have us include certain intangible values that others. 
object to; some would use multiples for land values, others. 
would not do so. 

“After we have determined the basic elements, there re- 
mains the selection of the proper methods for ascertaining 
the real value of these factors. Some have adopted arbi-. 
trary percentages with little foundation for their conclu- 
sions. Others have devised methods of getting closer to- 
the true facts.” 

PURPOSE OF THE COMMITTEE 

The committee then states that it considered its work. 
was to secure suggestions as to various methods of mak- 
ing valuations and securing an intelligent discussion of 
methods which would help to clarify the situation rather 
than to digest or frame any far-reaching generalizations. 
The committee then includes a digest of the valuation rules. 
and methods observed in different states. The committee- 
acknowledges especially the assistance of Prof. M. E. 
Cooley, Henry L. Gray, E. C. Hurd, D. F. Jurgensen, A. I. 
Thompson, R. A. Thompson and Carl C. Witt. 

CONCLUSION 

In conclusion the committee says: “We would recom-- 
mend the publication of the reports made to your com-. 
mittee by the engineering departments of the various. 
states, together with an abstract of the forms used, and’ 
accompanied by the monographs described above. We be-- 
lieve that one of the most efficient remedies for the pres-. 
ent confused state of the doctrines relative to valuation 
matters will be to conduct a frank, open and intelligent: 
interchange of ideas and data among the various states. 
A few dollars spent in this manner may save many thou- 
sands caused by long-drawn-out legal battles that might have- 
been avoided in the first place had we possessed at that. 
time a clear understanding of the facts and issues involved. 
This association is the most logical tribunal in the country 
to serve as a clearing house for the interchange of ideas. 
and information of this character.” . 

The committee also recommends the standardization of 
forms for valuation purposes and the compilation of tables. 
of current unit prices, also a compilation of the arguments. 
mn support of the various positions taken by the different 
engineers in valuations and the framing of a set of rul 
in regard to methods of making valuations. 
it says, need not be adopted by the association and woul 
not be binding upon any person or commission, | 
have a good moral effect, due to the care and thorot j 
of the investigation preliminary to their framin : 


NOVEMBER 23, 1912. | 


ELECTRIC RAILWAY JOURNAL 


1067 


Decision of Wisconsin Commission in Superior 


Case 


Order Requiring Introduction of Six Tickets for 25 Cents on Lines of the Duluth Street Railway in Superior, Wis., 


The Railroad Commission of Wisconsin rendered a de- 
cision on Novy. 13 ordering the Duluth Street Railway 
Company to sell six tickets for 25 cents on its line in 
Superior, Wis. According to the order of the commission 
the tickets are to be good for use at all hours of operation 
over any line and are subject to the existing transfer 
privileges. No reduction is made in the cash fares. 

The case was considered by the commission after a 
petition had been presented by the Superior Commercial 
Club. It was charged that the rate of 5 cents was unrea- 
sonable and unjust and more than the service was reason- 
ably worth, and that a reasonable return upon the value of 
the property necessarily used in the service in addition to a 
reasonable expense for operation and an allowance for 
depreciation could be made for a smaller fare. 

The answer of the company denied that its charges were 
unreasonable or unjust or more than the service was worth 
and alleged that the present charge had been at all times, 
and now was, reasonable and just. It also declared that.its 
franchises constituted contracts between the State of Wis- 
consin, the city of Superior and the grantees and that any 
regulation requiring a charge of less than 5 cents for a 
single fare within the limits of the city of Superior would 
impair the obligation of contracts, deprive the respondent 
of property without due process of law, deny the respondent 
the equal protection of the law and be in violation of the 
Constitution of the United States. 

The company operates in Superior under an ordinance 
passed on July 13, 1889, granting the Douglas County Street 
Railway Company, predecessor of the Duluth Street Rail- 
way and the Superior Rapid Transit Company, the right 
to operate and maintain a system of street railways in 
Superior. The ordinance is for a term of thirty years. 
The part of the ordinance relating to fares states: 

“The said company may regulate and establish, from 
time to time, such rates of fare for the transportation of 


Taste I.—Comparative Income Account DuturnH Street RaAILway 


CoMPANY. 
Entire Superior 
2a Year emia June 30. | System. Division. 
evenue from transportation: 
Passengers (tolls included)...........--- $1,123,774.40 $261,093.70 
Ghattered Cars nace sce avs si 455.00: 200.25 
United States mail 535.82 195.70 
VETS E A EASE Te Gtiia ase Crtcte nie) Ba dle gales IS a ae Fhe PR 
eS Te Rs raul dpigi yaaa, ay 6. «Wala 9 08 2 4,0 $1,124,765.22 $261,489.65 
Other revenue: 
ESE go bitte: oe RU GAO COE: Cee eR ee to $5,000.02 $1,185.76 
SER e GPRS OWS aiecta wth sie a) oe 6 ab ajo a e's eas 596.73 140.30 
Dense Gta OL to void aim nico bins asiloye w.c)0; 000i 0.0 1,151.79 Se 
WUT CAR Pails MMR. cle whore tresmislecss on oveya.s «00 5 18,140.27 3,131.61 
CO Wee 8 at oe, SE $24,888.81 $4,457.67 
Total revenue all sources..........-.+--+: $1,149,654.03 $265,947.32 
Deduct operating expenses (tolls included). . 620,685.42 152,168 61 
Ol anaes Bets. UE eee $528,968.61 $113,778.71 
Occ. AVS. ACRE = 02% AE ae 


61,063.66 11,870.17 


Surplus available for depreciation and re- 


turn upon the investment.............. $467,904.95 $101,908.54 


passengers or freight over its lines of railway as it may 
deem proper, provided that the charge for carrying a 
person, including hand baggage, from one point to another 
within the city limits shall not exceed 5 cents for a distance 
of 2 miles or less or 5 cents over any continuous line oper- 
ated as such.” 

Of the total mileage operated in Duluth and Superior 
71 per cent was located in the former city on June 30, 1912, 
~ and 29 per cent in the latter city. Where the Superior por- 

a 


tion of the revenue passengers aggregated 29 per cent of 
the total in Ig01 it now aggregates 23 per cent, although 
the actual number carried increased from 2,610,261 in IgoI 
to 5,221,874 in the fiscal year 1912. The proportion of car 
miles run in Superior in the fiscal year 1912 was 23.62 per 
cent of the total. A comparative income account is shown 
in Table I, published herewith. 
VALUE OF THE PROPERTY 

An appraisal of the Superior property by the commis- 
sion’s engineers as of date June 30, I9II, is given in 
Table: 11. 


Taste II.—AppraIsep VALUE DuLutTH STREET RAILWAy CoMPANy, 
Surertor Division, June 30, 1911. 


Cost Present 

New. Value. 

ED) A EEG AS Orien robe re Orig eapt Sota rar oom $12,995 $12,995 
(b) Transmission and distribution.........../....-. 36,019 22,083 
(c) Buildings and miscellaneous structures......... 51,794 44,989 
Clymb ower (plante Cciripment note) <icre tse teeter wae 42,125 11,212 
Cope General fequipmentw eta. t.sie ticks axl ievalorsincleletectcae 162,605 113,398 
COMER GAC Wayen ncracia clare op liaiiiead evsisi< ceva pes ahiaceeie loess © 273,055 177,101 
PINS Gale -vetentis see a tters eiaicie'e. Se stale arvel decane ley oaee eee $578,593 $381,778 
Add 12 per cent. (see note below).........-...+ee. 69,431 45,813 
Oba DOES ox acareustodene errr ascrats) aco oni ate abate catoneole cee Reta 648,024 427,591 
(bh) Matetial “and “sipplies, os «cues Saice sda teenies : 12,254 , 12'254 
SLOSS cteretorarersteiacars (oro) Natt ates crests aletahelaiaietdie, defapatinreio cts, $660,278 $439,845 
CEE Raving gic tre 35 ole arts asics ti catecieue eee ees 51,305 41,639 
SS Ed ea Hai Nereis WF GMA AS «tas as I RP $711,583 $481,484 
)IMINGORO Pe ratin pr 5 vistas a recpauienr rns Se BE ene eR 5,955 5,752 
EE OES Waa tSere eretslsia te cle & cree: cits <coMeie cio ee ene $717,538 $487,236 


An abstract of the decision of the commission follows: 

“Exception was taken to the valuation as given in the 
above table by witnesses for the respondent company. In 
1907 the Billings estate donated a strip of land 4o ft. wide 
from New York Avenue to the St. Louis River to the re- 
spondent for its Billings Park line and also granted a parcel 
of land at the end of that line for loop purposes in 1903. 
Testimony was introduced showing that a value should be 
placed upon the right-of-way as required and included in 
the valuation. 

“Before certain plats of territory now covered by the 
city were filed in the office of the register of deeds of 
Douglas County the Duluth Street ‘Railway was granted 
easements by the Land & River Improvement Company to 
operate over private right-of-way on certain streets. Claim 
was also made that these easements had certain value which 
should be considered in the instant case. 

“Petitioner’s brief holds that these grants can have no 
value as against the public for rate-making purposes in that 
these grants dedicate the streets to the public and any claim © 
of the grantee is abrogated when these claims infringe upon 
the use of streets for the public good. The brief states 
further that the respondent should not be allowed to earn 
an income upon any. value that may be attached to these 
grants, because the franchises of the railway company 
assume full power on the part of the city over its streets 
and the respondent has in its franchises acquiesced in this 
assumption. 

“It does not seem clear to the commission that these lands 
granted for right-of-way purposes should be considered in 
establishing a fair value of respondent’s plant and business 
as a basis for rates. The facts at the present time seem to 
indicate that to allow a return on any value which may be 
placed upon these grants would hardly be fair. 
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“Considerable differences arose concerning the value of 
the Superior Rapid Transit Company’s property at the time 
of the reorganization and its purchase by the respondent 
on Aug. 13, 1900, Counsel for the company estimated the 
cost new, in 1900, at $500,000. Company's accountant, by 
adding the outstanding first mortgage bonds ($605,000), 
interest accrued and unpaid ($55,760.83), organization 
expenses ($35,600) and $25,000 for working capital to the 
amount bid at the special master’s sale ($363,000) arrived 
at a so-termed first cost of $1,086,300.83. Counsel for 
petitioner estimated the original value of the property at 
$200,000. The promoters of the reorganization engaged 
Ford, Bacon & Davis, engineers, to make an inventory of 
the tangible property. This firm submitted a report dated 
March 20, 1900, and on the basis of the physical items 
inventoried therein the respondent in December, 1911, com- 
puted the cost new as of date Aug. 13, 1900, to have been 
$650,947. To arrive at a value for comparative purposes 
the commission’s engineers estimated the cost new and 
present value of the property as of date March 20, 1900, on 
the basis of the inventory and condition of the Superior 
plant given in the Ford, Bacon & Davis report. The 
present value was placed at $257,333 and the cost new at 
$451,197. 

“The difference between the cost new in 1900, $650,947 
computed by the respondent and $451,197 estimated by the 
commission’s engineers, lies chiefly in the estimates on track 
and car equipment. In conference with the respondent’s 
chief engineer it developed that the company’s cost of 
$10,560 per mile as compared with $8,090, the commission’s 
figure, for narrow-gage track with 35-lb. Trail on small 
ties and gravel ballast, was based on the cost of laying such 
track with standard gage. Car motors were inventoried at 
$2,500 each by the respondent, but this estimate was found 
to be based upon vouchers for motors on heavy standard- 
gage cars and was hardly a fair unit price for the Superior 
narrow-gage equipment. A further examination of the 
vouchers representing general purchases made by the 
Douglas County Street Railway Company indicated that the 
unit prices used by the engineering staff were sufficiently 
representative to establish the reasonableness of the esti- 
mates given by the engineers of the commission. 

“In connection with the discussion of plant value it is 
essential to consider the additions to property during the 
period Aug. 13, 1900, to June 30, 1911. Respondent reported 
a total of $435,923.50 to the Railroad Commissioner and to 
this commission as construction during the above period. 
Company’s accountant placed the total at $586,755.73 by 
adding a 15 per cent overhead charge to the actual con- 
struction as determined by an audit of the records. An 
examination by the commission of the company’s summary 
and detail statements of construction vouchers for the 
Superior division placed the total construction at $455,551.98, 
of which $158,857.37 was found to be renewals and 
$10,812.33 overhead charges, leaving $285,864.28 as actual 
physical betterments during the period. Respondent claimed 
that no charge had ever been made to the Superior property 
for general construction in Duluth and submitted a state- 
ment showing $91,304.93 as the proper proportion charge- 
able to the plant on the Wisconsin side for such construc- 
tion. In examining the details given in this statement, 
$3,330 of stock subscription to the Duluth Amusement Com- 
pany was deemed an improper charge to the Superior prop- 
erty, resulting in a remainder of $87,974.93, accepted. With 
these adjustments and additions to the respondent’s records 
the total betterments during the period for the Wisconsin 
division of company’s traction property are placed at 
$373,839. 

; In reconciling the engineer’s appraisal of June 30, IgII, 
it was found that respondent’s general manager submitted a 
. valuation to the Tax Commission as of date June 30, 1907, 
placing the property in Wisconsin at that time at $507,225. 
By adding the adjusted construction charges from June 30, 
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1907, to June 30, 1911, $107,556, and Superior’s proportion 
of general construction in Duluth, $87,975, to this value 
submitted to the Tax Commission, a plant value of $702,756 
is obtained up to June 30, 1911, as compared with $717,538 
according to the engineer’s appraisal. 

“The cost new in 1900 was placed by the engineers for 
the commission at $451,197. Before using this value as a 
basis to obtain a cost new in 1911. for comparative purposes 
some adjustments are necessary. It was brought out in 
conference with respondent’s engineer that 7.655 miles of 
track and certain portions of special work, which had been 
inventoried in the Ford, Bacon & Davis report of March 20, 
IgII, were removed from the traction lines of Superior 
subsequent to I91I without any replacement. The track 
was narrow-gage, 3 ft. 6 in., 35-lb. T-rail laid on small ties 
with gravel ballast. This track and special work is valued 
by the commission’s engineer at $84,689. By deducting the 
value placed upon this removed track from the cost new, 
$451,197, estimated on the basis of the Ford, Bacon & 
Davis inventory, a value of $367,508 is obtained for the 
year 1900, and adding the total betterments up to June 
30, I91I, $373,839, a cost new of $741,347 results at the 
latter date. In comparison with the engineer’s cost new, 
given in Table II, the figure just shown is greater by about 
$24,000. This is undoubtedly due to a difference in unit 
prices or to certain renewals which are still included in the 
betterments, of to a combination of both of these causes. 

“The brief for petitioner emphasized the fact that 
respondent should not be allowed any value as a going con- 
cern above the present value shown in Table II. Counsel 
for the company contended that the respondent is entitled to 
an addition of 20 per cent to the cost new given in the 
engineer’s appraisal of 1911, on the basis that the property 
is a harmonious operating railway serving the public. The 
value arrived at by counsel totaled $861,045. 

“To determine the cost of plant and development of 
respondent’s Superior business the commission employed 
computations taking the surpluses shown in the summary 
income account as an offset to annual interest and deprecia- 
tion. The annual additions to property were included as 
adjusted for the period, Aug. 13, 1900, to June 30, I9QII, 
including the Superior proportion of general construction 
in Duluth, properly apportioned. Depreciation was figured 
at 4.506 per cent on the average physical value, which is 
equivalent to 5.053 per cent on the depreciable property as 
determined for the fiscal year ended June 30, 1911, on the 
basis of estimated lives. Interest was computed at 7 per 
cent on the cost of plant and business at the beginning of 
the year plus one-half the current additions. On these 
bases the resulting cost of plant and development of busi- 
ness as of date July I, I9II, aggregates approximately 
$590,000, which exceeds the appraised present value at that 
date by about $100,000 and falls short of the cost new by a 
somewhat larger amount. 

“In the computations just outlined it appeared that in 
view of the peculiar conditions existing at the time the 
respondent acquired the property from its predecessor in 
1900 it was equitable to place the original value in the first 
year somewhere between the present value, $257,333, and 
the cost new, $451,197. Prior to Aug. 13, 1900, the property 
had been in the hands of receivers for four years, undoubt- 
edly owing in a measure to the fact that the bonded indebt- 
edness aggregated $805,000, or almost $355,000 in excess of 
the cost new according to the appraisal of the commission’s 
engineer based on the Ford, Bacon & Davis inventory of 
March 20, 1900. In addition to these bonds the old property 
had a stock liability at par of $300,000. No reserve was 
kept for depreciation at that time, and in all probability 
dividends and interest were partly paid with funds that 
should have been used for reconstruction, considering that” 
the property was in about a 50 per cent condition at the 
date of purchase,” — era 

“The original cost of the plant arid its business is a 
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matter that cannot be definitely determined; but from the 
facts presented in this case in relation to this matter some 
light may be thrown thereon. When, for instance, the cost 
value of the physical property in its existing condition in 
1900 is increased by the ordinary allowances for the develop- 
ment of the business and for working capital it is probable 
that the cost value of the plant and its business at that time 
did not fall much below $300,000. When the present cost 
value in 1900 is increased by all the additions to the 
physical property since that time up to about the middle of 
Igi1 that are properly chargeable to that part of the plant 
which is serving Superior, as well as by necessary develop- 
ment costs and working capital, and when that part of the 
depreciation which has been covered by proper reserves is 
also considered, then it appears that the cost value up to 
the middle of 1911 foots up to something like $700,000. 

“The brief for respondent places the plant and business 
value on June 30, 1911, at $861,045 by adding 20 per cent 
to the cost new given in the engineer’s appraisal of that date. 
The audit and report made for respondent by Marwick, 
Mitchell, Peat & Company presents three sets of computa- 
tions to determine the value of plant and business on June 
30, 1911. Inthe first the report adopts the investment value of 
$1,086,360.83 as of Aug. 13, 1900, and on a 6 per cent basis 
for interest with 3 per cent for current additions, omitting 
depreciation, arrives at a final investment of $2,005,742.86 
on June 30, 1911. The second computation on the same 
basis but with interest at 714 per cent arrives at an invest- 
ment of $2,381,086.94 in 1911. In the third the tangible 
property value on Aug. 13, 1900, is placed at $500,c00, which 
exceeds the engineer’s appraisal of that date by $50,000; 
interest is figured at 6 per cent and depreciation at 5.55 per 
cent on depreciable property. The cost of plant and busi- 
ness arrived at on this last basis for June 30, 1gI1, totals 
$1,485,166.23. In checking over the computations for the 
year 1910-11 the depreciation amounts to $55,464.14, which 
if capitalized at 5.55 places the depreciable property at 
$999,354. This exceeds the commission’s cost new of June 
30, 1911, including land, materials and non-operating prop- 
erty, by over $280,000. Petitioner contends that the present 
value in 1911 of the engineer’s appraisal, $487,236, should 
be used as a basis for rates. 

“An examination of respondent’s depreciation reserve 
for the Superior division shows that $34,658.18 has been 
charged to the reserve as actual renewals, while $130,020.05 
‘has been set aside through a charge to operating expenses, 
leaving a balance as shown by the reserve of $95,361.87. 
As under normal conditions investors are entitled to have 
their property or investment kept intact it follows that the 
amounts which have been properly set aside for such pur- 
poses, or for depreciation in accordance with the provisions 
of the law and the rules of the commission, should in the 
instant case be included in the amount upon which returns 
are allowed. On the other hand, amounts earned for 
depreciation but withdrawn or used for other purposes than 
provided by law should not be so included. 

“In regard to the matter of working capital, petitioner’s 
brief states that the method of doing business by respondent 
is on a cash basis and that current expenses can always be 
paid, leaving a balance on’ hand. Witness for the company 
admitted that not much working capital was required 
excepting for construction, and that for this purpose about 
$25,000 was considered adequate. A study of operating con- 
ditions obtaining on street railways discloses that they 
require considerably less working capital than those utilities 
selling their product on a monthly basis. Especially is this 
true when traction companies sell tickets in advance; the 
cash on hand from such tickets unredeemed is almost suf- 
ficient in some cases to supply the necessary funds for 
working capital. However, it is often to the benefit of the 
railway, as well as to the public, that funds are always at 
hand with which advantage can be taken of low current 
prices for materials, especially in view of the short duration 
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of the season when renewals and betterments can be under- 
taken, An examination of respondent’s reports to the com- 
mission, pertaining to materials and supplies, and facts 
found in other sources indicate that for conducting the 
Superior division of company’s property an allowance of 
some $10,000, in addition to about an equal sum for stores 
and supplies, seems adequate. 

“When the present value of the physical property as 
shown for 1911 in Table II is increased by the present value 
of that part of the property located in Duluth but charge- 
able to Superior and which cannot greatly exceed $70,000, 
and by so much in the way of depreciation as has been 
covered by proper charges, together with about $10,000 for 
additional working capital, and by such an amount for the 
cost of the business as is ordinarily allowed in cases of this 
kind, it will be found that the total amount does not quite 
reach the cost value new as shown in Table II. In fact it 
does not greatly exceed $700,000. This sum is likely to 
represent closely the fair cost value of the plant and the 
business at that time and has therefore been used in the 
calculations herein as the amount upon which the owners 
are entitled to reasonable returns for interest and profits. 
This sum, in fact, finds support in the cost of reproduction 
of the plant and the business as well as in their original cost. 

“As the rate of returns for interest and profit under such 
conditions as those which obtain in this case have been 
quite fully explained in other decisions of this commission, 
it is not thought necessary to discuss further the rates used 
for these purposes in the computations herein. 

OPERATING EXPENSES AND REVENUES 

“Considerable testimony was devoted to the question of 
an equitable apportionment of the operating expenses as 
between Duluth and Superior. Counsel for petitioner ques- 
tioned the company’s methods of separating expenses, in 
that operation over the grades in Duluth is more costly than 
on the comparatively level stretches in Superior. Witnesses 
for respondent under cross-examination contended that little 
or no difference existed between the two cities for those 
expenses not charged directly to each division. As to 
maintenance of way, the claim was made that any additional 
expense caused by the operation over grades in Duluth was 
offset to a large extent by the spread of tracks and clay soil 
in Superior. Emphasis was placed upon the fact that the 
cars operating in Superior operated in Duluth with the same 
motor equipment and that with the exception of a higher 
brakeshoe wear in the latter city no appreciable difference 
in maintenance of equipment resulted. 

“A history of the separation of expenses since 1900 
between the two cities is given in Table III below. It will 
be observed that with the relative decrease in car miles, car 
hours, passengers and revenues in Superior the expense bur- 
den incurred by Superior traffic decreases proportionately. 


Taste III.—Prrcentace ANALYsis or OprraTING Expenses* DuLutH 
Street Rattway, Avec. 13, 1900, To JUNE 30, 1912. 


Per Per , Per 
Year Total. Cent. Duluth. Cent. Superior. Cent. 
1900} igs» ars $97,467.71 100 66,080.12 67.80 $31,387.59 32.20 
1901) “apie ens%e 2516S 14.72 100 165,905.78 66.02 85,408.99 33.98 
1902. «sithesia secs 288,372.79 100 188,695.71 65.43 99,677.08 34.57 
1903. omerae nics 345,327.08 100 234,038.52 67.77 111,288.56 32.23 
1904 tejetetew sss 326,049.22 100 231,397.59 70.97 94,651.63 29.03 
1905 Geiinten <> 379,984.48 100 273,579.24 72.00 106,405.24 28.00 
1906" Sada ereac 418,820.49 100 313,640.42 74.89 105,180.07 25.11 
1907. satecies's 437,391.21 100 324,749.37 74.25 112,641.84 25.75 
1908 teeters 549,437.58 100 413,855.79 25.32 135,581.79 24.68 
1909), scateregts 210 279,273.32 100 207,332.69 74.24 71,940.63 25.76 
1910 Sissies 6 577,619.73 100 440,044.47 76.18 137,575.26 23.82 
1911. idee ence 597,477.58 100 445,914.27 74.63 151,563.31 25.37 
1912) aitererers 3. 620,685.42 100 468,516.81 74.19 152,168.61 25.81 


*Tolls included. Beginning Aug. 13, 1900. 


“An examination of company’s methods of apportionment 
during the period given in Table III shows that prior to 
1908, when current was generated in both cities, power 
plant wages were charged to each division. as per payroll, 
including a proportion of the chief engineer’s salary; fuel 
for power was charged direct as per storehouse journal, 
and water supply was prorated according to the actual bills 
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from the city of Superior until October of 1904, when an 
intake pipe was laid from the power house to the bay. 
Since 1908 all power has been purchased from the Great 
Northern Power Company and billed separately to the two 
cities, as a line insulator at the interstate bridge separates 
the current supply between the two divisions. In addition 
to the change of charging power during the period, wages 
of car service employees, including wages of car starters, 
were taken from payroll until 1908, when the car-mileage 
basis for separating this expense was employed, and wages 
of carhouse employees are now charged direct as per pay- 
roll, but prior to 1908 were distributed on a car-mile basis. 
In the latter change practically no difference in the amount 
charged to each city resulted. Superintendence of trans- 
portation and platform time, aggregating one-third of the 
total expenses, are charged directly to each division of 
respondent’s railway. The same is true of injuries and 
damages, taxes, insurance and law expenses. On the basis 
of the fiscal year 1912 the amount of expenses charged 
direct to the Superior traffic was over 65 per cent of the 
total Wisconsin proportion. Other expenses, such as lubri- 
cants and waste, miscellaneous supplies, car supplies, fuel 
for cars and stations, cleaning and sanding track and 
removal of snow and ice, are prorated on a car-mile basis. 
Total maintenance of way and maintenance of equipment, 
together with general expenses, except those charged direct 
as noted, are prorated on a car-mile basis. 

“An apportionment of the total expenses of the entire 
system made by the commission between Duluth and 
Superior upon unit bases similar to those employed in the 
Milwaukee case resulted in a charge to each city of approxi- 
mately the same amount as per respondent’s method. Dif- 
ferent bases were used to apportion the same items and no 
appreciable differences occurred. 

“Although in general the difference in operating condi- 
tions tends to lead one to believe that the expense per car 
mile would be less in Superior than in Duluth, the higher 
unit cost in the Wisconsin city is due to the low traffic 
density. Where the cars in Superior ran 43,605 miles per 
mile of track during the fiscal year of 1912, the cars in 
Duluth ran 58,255 miles, a difference of approximately 
15,000 car miles, or an increase over Superior by about 35 
per cent. The higher traffic density in the Minnesota city 
tends to reduce all ordinary expenses not varying directly 
with the amount of traffic, such as officers’ salaries, other 
general expenses, maintenance of buildings, etc., per unit. 

“In view of the foregoing discussion it seems that for the 
purposes of this decision the expenses as apportioned by 
the respondent may be accepted. Any adjustment in the 
separation of maintenance of equipment or maintenance of 
way expenses over which the question of equitableness was 
raised would not materially affect the results in this matter. 
The former aggregates about 7 per cent of the total 
expenses and the latter 7.6 per cent. However, if in any 
future proceedings it shall appear expedient to carry on 
extensive equipment and track tests and if the results 
obtained should indicate that any adjustment. in these and 
other expense apportionments will be necessary the present 
amounts accepted will be adjusted accordingly. 

“An analysis of the methods used by respondent to 
separate revenue between the Duluth and Superior division 
discloses that no changes are necessary through reappor- 
tionment. Fares collected on the local lines in Superior and 
on the Wisconsin side of the interstate line are credited 
directly to the Superior division. On the basis of the last 
three years the revenue from passengers’ fares constituted 
over 99 per cent of the total revenue for’ both the entire 
system and the Superior division. Receipts from chartered 
cars are credited to the division in which they are run; if 
run in both the divisions the receipts are divide! equally. 
Revenues from advertising are separated on a car-iile basis, 
The receipts from these two sources just mentioned are 
somewhat less than 1 per cent of the total revenue. Tuter- 
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state bridge tolls are divided half and half between the two 
divisions, which appears to be an equitable division as inter- 
state traffic is divided in the same ratio. 

“A study of the urban railway rates in Wisconsin on file 
with the commission discloses that out of a total of eighteen 
cities three, or 17 per cent, have a straight 5-cent fare, while 
fifteen, or 83 per cent, have a rate below 5 cents in the form 
of ticket fares. These rates include six tickets for 25 cents, 
eight for 25 cents, fifteen for 50 cents, twenty-five for $1, 
thirty-five for $1 and 100 for $4.50. 

“Counsel for respondent claims that the average haul per 
passenger is unusually long in Superior owing to the extent 
of territory and scattered population, with several centers 
of population widely detached, and that these conditions 
justify a rate of 5 cents and do not permit a reduction. 
Conditions in and about Superior do not seem to differ 
greatly from those of other cities in this State of similar 
size where the reduced fares just cited are sold. In cities 
where the corporate limits have not been extended to the 
outlying suburbs the traction companies as a rule haul pas- ~ 
sengers beyond the limit for an urban fare. 

“On the basis of respondent’s revenues, expenses, taxes 
and depreciation for the fiscal years 1910 and 1912 Table 1V 


TaBLe 1V.—Excess ABovE a 7.5 Per CENT Return on Cost New, DututH 
S7reet Rattway, SUPERIOR DivIsIon. 


1910. 1911. 1912. 

Total revenues a5. ciscests/elainisia aisteis Bates $245,327.08 $262,566.07 $265,947.32 
Total expenses’ 1. -ristep castes seller ere 137,575.26" = Lolsooo.o0 152,168.61 
TLAaXes. |... fei -!elslctete’s whe staeimbere sere tes 9,630.43 9,883.23 11,870.17 
Depreciation®s g..'e siecle sare cneeetete rete 29,574.00 31,596.00 33,458.00 

Total expenses, taxes and depre- 
Shy ow Aarecouncne sour aca, $176,959.69 $193,042.54 $197,496.78 
Surplus available for interest and 

PLONUSS owistane va c1d-eubcloueseeer neta 68,367.39 69,523.53 68,450.54 
Average cost newf........... #20) 000,;615,00 701,200.00 742,522.00 
7.5 per cent return on average cost 
ECW, cetielete = sepee ee eeteeceeseens 49,523.48 52,590.00 55.689.15 
Excess above 7.5 per cent return... 18,843.91 16,933.53 12,761.39 


*2 per cent sinking fund basis computed on cost new at the beginning 
of the year plus one-half the current additions. 
Cost new at beginning of year plus one-half current additions. 


is given, showing the excess above a 7.5 per cent return on 
the average cost new. 
CONCLUSIONS 

“The figures in Table IV constitute a summary of the 
earnings and expenses of the respondent company. While 
the valuations therein upon which the returns for interest 
and profit are computed differ slightly from the valuations 
obtained under the methods already outlined, they agree 
closely enough with the latter for most practical purposes. 
These valuations are also fully as high as those upon which 
the respondent would seem to be entitled to the rate of 
return that has been allowed in the calculations. In view 
of these and other facts it appears that the rates now 
charged for transportation by the respondent are somewhat 
higher than they should be. The facts which have been 
disclosed in this investigation, when considered as a whole, 
indicate quite clearly that the situation in this case is such 
as to justify some reductions in rates. In fact, we are of 
the opinion that six tickets should be sold for 25 cents and 
that each of these tickets should be good for one fare, 
including the existing transfer privileges. The reductions 
in the earnings of the respondent that would be brought 
about by the use of such tickets, based upon the experience 
in other cities of about the same size, would not be unrea- 
sonable under the circumstances. oe 
“In view of the foregoing discussion and computations 
if seems quite clear that the respondent company can — 
establish a six-tickets-for-a-quarter rate without reducing 
its returns below a reasonable level. General observation 
indicates that the introduction of a ticket rate as describe 
will do much to induce more riding, or, in other y 
increase the riding habit, and consequently bring | 
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Proceedings of the Central Electric Railway 
Association Meeting 


A Report of the Business Transacted at Columbus on Nov. 21—D'‘scussion Arising from the Paper of Gaylord Thompson 
on Interurban Roads Touches on Questions of Construction, Operation, Public Relations and Regulation 


The meeting of the Central Electric Railway Association 
was called to order by the president, W. S. Whitney, Ohio 
Electric Railway, at the Southern Hotel, Columbus, Ohio, 
at 9.20 a. m. on Noy. 21. 

Secretary A. L. Neereamer of the association read the 
minutes of the previous meeting, which were approved. 
The reports of committees were then requested by the 
chairman. 

REPORTS OF COMMITTEES 

G. K. Jeffries, Terre Haute, Indianapolis & Eastern Trac- 
tion Company, presented the report of the committee on 
formulation of rules for the safety of employees in con- 
nection with the reconstruction and repair of high-tension 
transmission lines and alternating-current apparatus. The 
members of the committee that prepared this report were 
Mr. Jeffries and J. E. Cochran. The report was adopted 
by the association. An abstract of this report will be pub- 
lished in a later issue of the ELecrric RAILWAY JOURNAL. 

Secretary Neereamer then referred to the report of the 
standardization committee, which was presented at a meet- 
ing of the association several months ago. No action was 
taken on the report at that meeting because of the unavoid- 
able absence of members of the standardization committee. 
The members of the committee were also unable to be pres- 
ent at the Columbus meeting. 

S. D. Hutchins, Westinghouse Air Brake Company, in 
discussing the report of the committee on standardization, 
said that the members had no doubt noticed the discrepan- 
cies in the recommendations of the American Electric Rail- 
way Engineering Association and the Central Electric Rail- 
way Association regarding some standards. Mr. Hutchins 
understood that the American Association had elected as a 
member of its committee Mr. Hemming, the chairman of 
the Central Electric Railway Association committee on 
standardization. He thought that certain features embodied 
in the standards were of local importance to the roads af- 
fected and that the Central Electric Railway Association 
should uphold its position in these respects, with the ex- 
ception of perhaps slight changes that could be made and 
would tend to more nearly perfect standardization. 

C. L. Henry, Indianapolis & Cincinnati Traction Com- 
pany, thought that the association should adopt only such 
part of its standards as conformed with the American Elec- 
tric Railway Engineering Association standards and that 
changes should be made only in standards already adopted 
so as to make them conform to the standards of the Ameri- 
can Association. 

W. H. Evans, Edgar Allen Manganese Steel Company, 
said that the Central Electric Railway Association stand- 
ards were adopted a year or more ago before the adoption 
of the American Association standards. It seemed highly 
proper that the dimensions in the Central Association 
standards should conform to those adopted by the Ameri- 
- can Association. 

S. D. Hutchins, Westinghouse Air Brake Company, said 
that a request was received by the executive committee of 
the Central Association for the appointment of a delegate 
to attend the congress of the International Association for 
Testing Materials, which was held in New York recently. 
He thought that it was highly important that the associa- 
tion should respond to this request. At his suggestion, 
therefore, E. H. Dewson, resident engineer in New York 
of the Westinghouse Traction Brake Company, was ap- 


pointed a delegate. Mr. Dewson prepared a report giv- 
ing an abstract of those features of reports presented be- 
fore the congress which he believed would be of especial 
interest to the companies represented in the Central Elec- 
tric Railway Association. Mr. Hutchins read part of the 
report of Mr. Dewson. 

F. D. Carpenter, Western Ohio Railroad, said that the 
association was very greatly indebted for the interest taken 
by Mr. Hutchins and Mr. Dewson and on his motion a vote 
of thanks was passed in recognition of their efforts. 

Arthur W. Brady, Union Traction Company of Indiana, 
suggested that the report be published and distributed in 
such manner as seemed best to the executive committee. It 
was decided that this should be done. 

Under the topic of unfinished business the proposed 
amendment to the by-laws relating to the time of meetings 
was taken up. The amendment as proposed originally was 
that the regular meetings should be held on the second 
Thursday and such succeeding day or days as the execu- 
tive committee might designate in each January and July 
at 9.30 a. m., subject to change by the executive committee 
after due notice. At the meeting of the executive commit- 
tee preceding the meeting of the association an amend- 
ment to the proposed amendment to the by-laws was offered 
and both were presented for the association. The amend- 
ment to the original proposed change provided that the 
meetings should be held on the fourth Thursday of each 
February, June and November, and such succeeding day 
or days as the executive committee might designate, sub- 
ject to change by the committee after due notice. 

After a little discussion the amendment to the by-laws, 
as amended, was adopted as the wish of the association, as 
it was thought that three meetings would be more desirable 
than the change from five meetings to two meetings orig- 
inally proposed. 

H. W. Garbeson, of the F. Baumgartner Company, Cleve- 
land, was elected a member. 
DISCUSSION ON MR. THOMPSON’S PAPER 

Gaylord Thompson, chief engineer Ohio Electric Rail- 
way, then read a paper on the subject “The Interurban— 
Retrospective and Prospective.’ An abstract of this paper 
is published elsewhere in this issue. 

C. L. Henry, in opening the discussion on Mr. Thomp- 
son’s paper, said that the subject was one of such impor- 
tance to the companies that the only question was as to 
which part should be discussed. Of course, one of the 
greatest weaknesses of the interurban lines was that they 
started out to do business originally on the plane of street 
railways.’ They were trying to grow away from this idea, 
because interurban operation was very different from the 
street railway operation to which those interested in the 
early companies had devoted themselves. At first every- 
body thought that the interurban companies should build on 
highways, because that was the way street railways had 
been constructed. Now the companies were trying to avoid 
the highways. The companies at first were equipped with 
such cars as had been used on street railways, but they 
abandoned the early ideas that were followed in this re- 
spect. The companies found they were almost compelled 
to have cars that were interchangeable with steam railway 
cars. Rails were heavier, roadbeds were constructed bet- 
ter and operating methods had to be more nearly like those 
of the steam railways than the street railways. : 
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Mr. Henry said that the companies were now operating 
through towns where some day they would want to carry 
freight. Nearly all the companies operated express cars, 
and they were approaching rapidly the time when they 
would interchange freight with steam railroads. Whenever 
the electric lines had freight to give steam railways would 
be ready to take it. He could see the day when the pro- 
portion of gross earnings received from freight would be 
25 per cent of the total, instead of Io per cent or I5 per 
cent, as at the present time. In making changes the com- 
panies should have before them constantly the expectation 
of doing a greater freight business in the future. 

The interurban roads, Mr. Henry said, had given to 
Indianapolis $25 advantage to every 25 cents of. disad- 
vantage that could be figured. At the same time it took the 
interurban companies six months of argument to convince 
the city officials of Indianapolis that a fare of 5 cents 
should be charged for a city trip on an interurban car, in- 
stead of the ordinance rate of fare provided for regular 
city cars. The principal result of the flat fare of 5 cents 
charged on the interurban cars was that seats were re- 
served, as they should be, for interurban passengers. The 
interurban company was a benefit to the large places and 
it did not kill, as has been charged, any little towns. It 
only buried those towns that were already dead. 

In conclusion, Mr. Henry said that the officials of com- 
panies should not act as if they were separate from the 
body politic. They were an important part of the com- 
munity and had the right to speak and to be heard. 

Mr. Brady referred to the discussion by Mr. Thompson 
concerning the attitude adopted by steam railways in the 
infancy of the interurban lines. The steam railroads 
thought that the interurban lines could not exist at the 
rates they proposed to charge and that in a few years 
abandonment of the properties would have to follow. This 
attitude had worked for the best interest of the general 
public, so far as the construction of desired lines. of the 
interurban railway was concerned. If the steam railways 
had undertaken to control the interurban lines in the early 
stages of those properties, it was probable that only a small 
part of the interurban mileage now in operation would have 
been built. The interurban lines should learn a lesson from 
the policy of indifference followed by the steam railway. 
They should learn to keep an open mind toward the prob- 
lems and opportunities and not assume, as the steam rail- 
ways did, that they knew it all. Officials of interurban 
companies should be ready to adopt new ideas and new 
methods of construction and to seek new fields of traffic. 

Continuing, Mr. Brady said that the day of public regula- 
tion was here to stay. The idea of the policy of regulation 
was popular and it would probably not grow any less popu- 
lar. Regulations should become more and more intelligent. 
Without making any reflections on any existing commission 
or the work that it had done, Mr. Brady thought that if the 
companies were to be regulated by commissions it was 
desirable from their standpoint that the commissions be 
composed of men of high character, a high degree of in- 
telligence and with the requisite degree of training. The 
members of the commissions should have the necessary ac- 
quaintance with the industries over which they had juris- 
diction to form intelligent rules and regulations. If there 
was any virtue in public regulation, it must lie largely in 
the placing of regulating bodies on higher standards than 
had existed in the past. Many local bodies had power that 
really should be concentrated in one state commission hav- 
ing general jurisdiction. 

_Mr. Brady referred to the statement made by Commis- 
sioner Prouty of the Interstate Commerce Commission be- 
fore the National Association of Railway Commissioners 
this week, that broad power over rates should be given to 
that commission in order to enable it to exercise proper and 
equitable authority as between the various states. A com- 
mission must have the controlling power not only over the 
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railways but also over local supervisory bodies.: That was 
one feature of public service regulation to which the com- 
missions were coming and to which they must come in 
every state, if the regulation of public service industries 
was to be placed on a proper basis. 

E.. F. Schneider, Cleveland, Southwestern & Columbus 
Railway, called attention to the fact that Peter Witt, street 
railroad commissioner of Cleveland, was present. 

Mr. Witt was asked to discuss the subject. He urged the 
study and adoption of the single-tax system and said that 
the policy of regulation had been developed because of the 
existence of rebates among steam railroads in the past. He 
thought that the interurban roads had’ developed the riding 
habit in the communities through which they operated and 
should have rates to induce people to ride. These roads 
made the mistake originally of seeking franchises eagerly 
in the belief that they would be able by the construction of 
lines to repeat the large profits that had been made by the 
holders of franchises for city properties. 

Mr. Carpenter spoke of his early experiences in the con- 
struction of interurban lines near Cleveland and of the 
gradual development of the properties. He said that they 
had now been trying for two years to get the right to carry 
freight in Cleveland and that he had frequent inquiries 
from people regarding the time when such facilities could 
be furnished. 

Mr. Whitney said he had had similar experiences, re- 
ceiving inquiries from as far south as Hamilton, Ohio. 

Mr. Witt, discussing the subject of transportation of 
freight by the interurban lines in Cleveland, said that the 
city was moving as rapidly as possible in its consideration 
of this topic. The only question that now existed was 
whether the city lines, by permitting the transportation of 
freight by the interurban properties, would become sub- 
ject to the Interstate Commerce Commission. If so, the 
city would never let freight be carried. 

President McMeen, Columbus Railway & Light Com- 
pany, who was present as a guest of the association, spoke 
in welcome to the members. 

INTERLINE TRAVEL 

Following the discussion of Mr. Thompson’s paper the 
subject of “Interline Travel” was presented by J. F. 
Starkey, general passenger agent Lake Shore Electric Rail- 
way, Sandusky, Ohio. This paper is published in abstract 
on the opposite page. 

F. D. Norviel, general passenger and freight agent In- 
diana Union Traction Company, Anderson, Ind., led the 
discussion of this subject. He emphasized the possibilities 
of increased revenue, if the member companies would take 
advantage of the connecting lines. As an example of serv- 
ice of this character he spoke of the interline traffic be- 
tween Indianapolis and South Bend, Ind. In this instance 
the lines of several companies are traversed, which without 
the through traffic arrangement would develop but little of 
the business now handled by the through trains. Mr. Nor- 
viel informed the association that the Indiana companies 
could not make through traffic arrangements beyond Toledo. 
This condition was probably due to the fact that both 
companies would have to come in under the jurisdiction of 
the Interstate Commerce Commission, but there was no 
real reason to fear this commission. The public demands 
through service for both passenger and freight traffic, and 
until the railways meet this demand the transfer business 
will not be profitable. In conclusion Mr. Norviel recom- 
mended that the association take some action in the matter 
of developing this interline business. 

CLAIM INDEX BUREAU. wif 

William Tichenor, claim agent Terre Haute, Indianapolis” 
& Eastern Traction Company, then read his paper on the 
“Claim Index Bureau.” An abstract appears on page 1074. 
As the subject in hand was so completely covered by the 
author, very little discussion followed. ol ae 
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noon hour,. President Whitney announced that the next 
meeting would be held at Indianapolis, Ind., Feb. 27, 1913. 
He also appointed a committee of four to present nomina- 
tions of officers for the ensuing year, the next meeting be- 
ing the time for the regular election. 

After announcing that the Dayton Fare Recorder Com- 
pany and the Cleveland Trolley Wheel Company had ex- 
hibits on display in the hotel and that the Indianapolis Frog 
& Switch Company was at present engaged in track welding 
for the Columbus Railway & Light Company and woulda 
be glad to demonstrate its device to the members, the meet- 
ing was adjourned. 

ANNOUNCEMENTS AND SPECIAL TRIPS 

The neat meeting of the Central Electric Traffic Associa- 
tion will be held at Fort Wayne, Ind., Dec. 17, 1912. This 
announcement was made following a brief session of this 
association held at Columbus, Ohio, Nov. 19, in which the 
discussion included matters of particular interest to the 
members. 

The annual meeting and election of officers of the Central 
Electric Accountants’ Association will be held at South 
Bend, Ind., Dec. 14, 1912. 

Two parties attending the association meeting went to 
Columbus and returned in special cars. One car from 
Indianapolis, the party of C. L. Henry, left that city at 9:30 
a. m, on Nov. 20 and reached Columbus at 4:30 p.m. The 
car was one of the Indianapolis & Cincinnati Traction Com- 
pany’s, and its route was via the Terre Haute, Indianapolis 
& Eastern Traction Company to Richmond and from that 
point via the Ohio Electric Railway. Twenty-two were in 
the party. E. F. Schneider, Cleveland, Southwestern & 
Columbus Railway, had about fifty people in a car of that 
company that left Cleveland at 10:15 a. m. and reached 
Columbus at 4 p. m. on Nov. 20. The route was via the 
Cleveland, Southwestern & Columbus Railway from Cleve- 
land to Bucyrus, the Columbus, Marion & Bucyrus Railway 
to Marion and the Columbus, Delaware & Marion Railway 
to Columbus. 


MR. THOMPSON’S PAPER 


Mr. Thompson first presented a brief sketch of the history 
of interurban electric railways and outlined their advan- 
tages to the territories served by them. Their existence, 
-he said, is now regarded as a very valuable asset to every 
community, as they bring it into closer connection to the 
centers of trade. Continuing, he said in part: ‘The inter- 
urbans, like the steam railroads, are now so interwoven 
into the very life of the people that they have become 
one of the important working arteries ‘of the body politic 
and are necessary to its existence. With this retrospection 
as to their past work and with a consciousness of duty 
fairly well performed, the interurbans feel that they are 
now entitled to and should receive better treatment from the 
public than the public seems disposed to yield. 

“Obsessed by the fancied aggression of public utility 
corporations, drastic laws have been enacted that have so 
burdened and hampered the legitimate activities of such 
corporations that they find themselves face to face with a 
most serious crisis in their affairs. In effect, the State, in 
its effort to regulate public service corporations, is really 
forced into largely dictating their business managements. 
Through its commissions and boards of control a rule may 
be made for every conceivable situation, with penalties 
attached for its violation. This power of the State may be 
invoked by anyone on the most trivial as well as on a 
serious matter of complaint, without incurring any personal 
responsibility for the disturbance created whether he be 
right or wrong. Experience has shown that most of the 
complaints of patrons are in themselves trivial, but just the 
same they must be formally heard by the State, in solemn 
session, and the corporation must attend with its lawyers, 
officials and witnesses, or be in contempt of court, there to 
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defend itself, or rather to prove itself innocent if it can, 
of some offense it probably knows nothing about, but of 
which it is presumed to be guilty.» The distraction from 
official business of the company caused by these proceedings 
is really very serious, and they tend actually to create the 
offenses they are supposed to prevent. It would almost 
seem that if we have been sinners in the past the State is 
determined not to permit us to reform. 

“In the matter of taxation, radical changes have been 
made in the theory of valuations for the assessment of all 
property, in which the interurbans, along with other public 
service corporations, have been peculiarly victimized, in that 
their full and clear records of transactions and property are 
given to the state taxing boards, while but a tithe of private 
personal property is returned for taxation. We all know 
very well that if private property and private business were 
measured by the same yardstick total valuations would be 
greatly increased and consequently the unit of taxation 
correspondingly reduced. It may be stated that the inter- 
urbans have grown and developed on the theory of holding 
substantially to the tariff rates that have long been estab- 
lished for the service performed, rates that enter into and 
have become a fixed standard for all commercial trans- 
actions involving transportation. The interurbans do not 
desire to advance or change these rates, and there would 
be no necessity for so doing under normal working con- 
ditions, but every unjust exaction from them, whether in 
the form cf taxes or the imposition of arbitrary operating 
rules, necessarily lowers their efficiency in the service of the 
public, resulting in substantial loss to the public as well as 
to the company and its employees. 

“The generally prejudicial publicity which has been giver 
to state control, and the manner in which state control has 
been exercised, and in the nature of things must be exer- 
cised so long as the present laws exist, have so alarmed 
investors in interurban enterprises that it has become 
extremely difficult and almost impossible to obtain from 
them the further capital that is required to increase facili- 
ties to meet the demands of the public. To say the least, 
further development of the interurbans has been arrested 
by the creation of a false atmosphere that has absorbed so 
much of their energies and revenues that the value of their 
properties has been greatly depreciated and the integrity 
of their securities much impaired. If publicity is a good 
thing, and I am inclined to think it is, let us extend it to 
all business. 

“When the State, in its wisdom, restores fair dealing 
with the corporations it will be found that the present 
tariff rates of the interurbans will provide ample revenues 
to meet their reasonable obligations to the public, to their 
employees and to their security holders. They will be able 
to make traveling more comfortable and safer by providing 
better cars, better stations, better roadbed and higher speed. 
With the encouragement fair dealing always inspires, 
ereater efforts will be exerted to develop more economical 
and efficient means of transportation. The confidence of 
investors will be restored and new capital will be freely 
offered for the construction of extensions and new lines 
into territory now vainly begging for electric railway 
service.” 


MR. STARKEY’S PAPER. 


Mr. Starkey referred to the increase in facilities for inter- 
line travel which had been adopted on steam and electric 
lines. At first the long-distance traveler had to change 
cars with his baggage at every junction. Next he was able 
to check his baggage through, but was still obliged to 
transfer at the junction points or terminus of the 
originating line. The third p!an, of course the best and 
most popular with the public, is where the passengers are 
not inconvenienced by having to change cars. . 

The writer spoke about several of these through electric 
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railway interurban routes. His’ remarks in part follow: 

“Many, perhaps the most of us, know how popular are 
the routes where the custom of through cars prevails. I 
have in mind the service between Indianapolis, Ind., and 
Louisville, Ky., where three lines are interested. I have 
ridden over the route several times on the ‘Dixie’ and 
‘Hoosier’ flyers and have almost invariably found good 
patronage and have heard much favorable comment on the 
service. The service between Indianapolis, Ind. and 
Dayton, Ohio, is likewise popular. Then, too, the interline 
service between Indianapolis and Warsaw and Goshen, Ind., 
has grown popular. This is a newer venture than the ones 
just mentioned, but information comes from those vitally 
interested that a satisfactory patronage has been established. 
On June 22 of last year through train service was inaugu- 
rated between Cleveland, Ohio, and Detroit, Mich., six 
trains each way daily being the service offered the public. 
When one remembers that the distance between these two 
cities is about 180 miles it meant that an innovation was 
to be introduced to our patrons. 


“TI, who have charge of all advertising for my company, 


scarcely issue any advertisement without calling attention 
to our interline service. In the first part of August of the 
same year, namely, I9II, we began ‘the through service 
between Cleveland and Lima, Ohio, and as an introduction 
took a carload of representative business and professional 
men, including newspaper men, from Lima to Cleveland, at 
which point we were met by representatives of Cleveland’s 
big dailies, and it does not take a philosopher to figure out 
the advertising this gave the new route. Ours is the only 
through service between these cities, there being no steam 
line connecting them. There is not the volume of business, 
of course, that there is between Cleveland and Detroit, but 
this is but what might be expected for the reason that Lima 
has not the incentives for visitors or nearly the population 
of Detroit. Since the service was instituted between Cleve- 
land and Detroit, and counting a round-trip ticket as two 
one-way tickets, we have sold in round numbers about 
25,000 tickets, or an average of about fifty per day. Con- 
sidering that we have the Lake Shore & Michigan Southern 
Railway as well as the great boat lines during their season 
as our competitors, I consider this not a bad showing, but 
we are not content to rest on our oars and expect to increase 
this traffic during the ensuing year. When I have spoken 
of the traffic between Cleveland and Detroit and Cleveland 
and Lima I have referred to through business only. 

“Much of the success of these interline trains is due to 
two especial reasons—first, the unceasing advertising given 
to them and, second, and a very important factor, that of 
giving good train service. We have a good type of equip- 
ment, and our aim has been to have the cars at all times 
comfortable, clean and inviting to the patron and on time. 

“Jobbers of the larger cities have learned the advantages 
we can offer them for their trade extension or ‘boosting’ 
trips. During the latter part of October of this year the 
writer accompanied the jobbers of Cleveland on a two days’ 
trip covering much territory of three member lines. This 
class of traffic comes to us for the reason that we can 
perform much better service for them than our competitors. 
We hear of these trips throughout interurban territory, so 
that the custom is becoming general. Early in last August 
two cars of Eagles made the journey from Brazil, Ind., to 
Cleveland, Ohio, a distance of approximately 800 miles for 
the round trip. In the course of this journey they traveled 
over seven member lines. The papers gave much publicity 
to this record-breaking trip. We who travel to and from 
these meetings in special cars know what might be done if 
the interests that control the situation would get together 
and agree upon a more extensive through train service. 
There are hindrances, I am aware, but I am of the firm 
belief that there is yet to be a great expansion of this 
feature of interurban travel, and that, perhaps, in the not 
far distant future.” 
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MR. TICHENOR’S PAPER 


Mr. Tichenor first referred to the changes within the last 
few years in the claim department of an electric railway 
company. Not long ago one man, usually the attache of 
the office of the road’s attorney, often carried on the work 
now done by the claim department, but on electric roads as 
well as on steam roads the duties ‘have increased, and the 
claim agent has gradually been forced into a very important 
position and one requiring the exercise of the very best 
judgment and education, superior qualities of intellect, 
character and training. a 

The changes in conditions have also brought into a very 
important place the index bureau plan of investigation. 
These are now represented by the Hooper-Holmes Index 
Bureau, which does a national work, and local index 
bureaus, which are also necessary. The speaker said that 
in 1907 Boston and New York were the only cities with 
local index bureau services. Since that time similar services 
have been organized in Chicago and Philadelphia, by the 
Central Electric Railway Association, in Minneapolis and 
St. Paul and on the Pacific Coast. These local bureaus do 
a work which cannot easily be undertaken by a national 
bureau. The speaker referred to various examples of the 
value of these bureaus. In one case a doctor who was a 
witness for the claimant was found to have appeared in a 
similar capacity in more than 100 other cases. 

Another advantage of the bureau is that attorneys who 
are active in tort business know of its existence and realize 
that if there is anything in their cases which is not above- 
board it is apt to be discovered. The speaker quoted from 
a letter from Mr. Spillane, of the Boston Elevated Railway, 
in which he said: “Every morning before our adjusters go 
out they have a record from the bureau as to whether or 
not the person or any other person at the address given has 
had a previous case, and we get a large percentage of 
returns showing the same claimants having had other claims 
or claims at the particular address by other persons. This 
information in the possession of the adjuster is, of course, 
of valuable assistance in determining whether the claimant 
is litigious, and in cases for settlement it helps us to make 
a cheaper settlement than we otherwise might. 

“Regarding the effect on ambulance chasing, I do not 
think it has materially reduced that practice, neither can I 
say that it has lessened our litigation except in so far as 
it may have made attorneys more circumspect about bring- 
ing suit, but it has certainly lessened our fake claims, 
particularly faked or exaggerated injuries. 

“Our relations with other defending companies have been 
materially improved. We are gradually getting to a point 
where it is understood that one subscriber will not take 
advantage of another to that other’s detriment. In cases 
where two subscribers are joint defendants one defendant 
does not try to get from under without first conferring with 
the other defendant, and information that is of benefit to 
either party is freely given. : = 

“We have no definite information showing the number of 
cases in which the bureau has saved us money, but as part 
of our investigating system we know that in a large number 
of cases it is a fact that the bureau has been of material 
assistance in this respect, and it is likewise true that the 
bureau has figured to our great advantage. In general, I 
wish to say that this company regards the bureau as a most 
valuable adjunct and one which we could not possibly dis- — + 
pense with, and I feel that all the subscribers are of the 
same opinion. All public service corporations and nearly — 
all insurance companies doing an accident business in tl 
city are members of the bureau.” Pe 

The speaker continued that records of these 
bureaus often show some surprising results. TI 
city where the local jury lists were checked up 
the names became available it was found tha 
of the jurors had claims in their families or at 
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of residence. In the same index bureau it was found that 
the references returned averaged about 31 per cent. These 
references consist of reports or items of information in 
regard to previous claims made by the same persons or 
by others in his family or by other claimants at the same 
address. In one month recently out. of 700 claims 480 
references, or 65 per cent, were returned. 

After reciting the benefits which ought to be derived from 
an index bureau, the speaker pointed out that such advan- 
tages were not possible unless the member companies of 
the association furnished the information. There had been 
too much neglect of these in the past, and even companies 
which complained because the records were not more com- 
prehensive failed to remedy this defect by reporting on 
their own cases. The burden seems to be borne largely by 
a few companies, not only in the local but in the national 
bureau, and in a recent year of the 350 companies 
authorized to receive the benefits of the national bureau 
only sixty companies reported to it, and of that number six 
did two-thirds of all the reporting. 

The speaker quoted a number of cases to show the advan- 
tages of the index bureau. In one case two neighboring 
members of the Central Electric Railway Association found 
that they were litigating accident cases against the same 
claimant for the same injury. 


PITTSBURGH & BUTLER CHANGES TO 1200-VOLT 
DIRECT-CURRENT SYSTEM 


Plans are now completed for the re-equipment of the 
Pittsburgh & Butler Street Railway from the single-phase 
to the 1200-volt direct-current system. This line was de- 
scribed in the ELecrric RatLway JourNaL for Aug. 10 and 
Aug. 17, 1907, and has been in operation about four years. 
It extends from Pittsburgh to Butler, Pa., a distance of 
33 miles, through a thickly populated but very hilly country, 
with grades as high as 5% to g per cent and frequent lesser 
grades of 3 and 4 per cent. The extreme grades are en- 
countered on the main line 6 miles out of Pittsburgh be- 
tween Etna and Wildwood. At Etna the interurban road 
connects. with the Pittsburgh city railway system, from 
which point operating current is taken from the 600-volt 
direct-current trolley to the center of the city, a distance of 
approximate'y 5% miles. At the other end of: the route 
connection is made with the 600-volt direct-current Butler 
city line about 1% mile out from the city. 

Three classes of runs constitute the service of the road: 
rapid-dispatch schedules between Butler and the center of 
Pittsburgh, permitting about five interurban stops; limited 
schedules between the same points, averaging twenty-five 
interurban stops, and local schedules between Butler and 
Etna, making about thirty-five stops. On account of the 
heavy local traffic out of Pittsburgh an additional car is 
also maintained in service between Etna and Wildwood. 
The interurban run or the dispatch schedules is made in 
sixty-five minutes, allowing thirty-five minutes additional 
in Pittsburgh; the limited interurban run takes eighty-five 
minutes with the same extra time in the city, and the local 
run, on the interurban tracks only, requires ninety-two 
minutes. 

James Bryan, electrical engineer, Pittsburgh, a pioneer 
in the use of the 1200-volt direct-current system for traction 
lines, is consulting engineer for the company and has pre- 
pared the plans for transforming the electrical equipment 
of the road. To cover the cost of rehabilitating the prop- 
erties in effecting the change-over, officials of the company 
have authorized an issue of $250,000 of twenty-five-year 
bonds. The reconstruction contemplates making necessary 
alterations in the apparatus in the main power house at 


Renfrew, 514 miles south of Butler, installing new equip- 


ments in the new substations being built at Mars, 16%4 miles 
south of Butler, and at Allison Park, 4% miles north of 
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Etna, and re-equipping the rolling stock throughout. The 
alterations in the apparatus at the power house provide for 
furnishing three-phase alternating current for transmission 
over the interurban high-tension lines at the same potential 
as formerly, 22,000 volts, to the substations at Mars and 
Allison Park. The contract has been awarded the General 
Electric Company for furnishing all the apparatus and 
equipments required to effect the transformation to a 
1200-volt direct-current system. 

At present the road is operating thirteen car equipments 
from a 6600-volt, 25-cycle, single-phase trolley, receiving 
power from the turbo-generator station at Renfrew, which 
contains one 1500-kw and two 750-kw units. Part of the 
power is fed directly from the power house bus at 6600 
volts to the trolley, and the remainder is. fed to the trolley 
through a 22,000-volt, single-phase transmission circuit and 
the two step-down transformer stations, one at Mars con- 
taining one 500-kw oil-cooled transformer and one at 
Allison Park containing two transformers of this type and 
capacity. In the power house there is a bank of three trans- 
formers feeding current to a three-phase transmission line 
to Butler for the 600-volt rotary converter substation 
supplying the city railway. These transformers are of 
500-kw capacity each and oil-cooled. In the transformer 
room are also three 1o000-kw water-cooled single-phase 
transformers for use in stepping up the power to the 
single-phase transmission circuit belonging to the inter- 
urban line. 

In making the change-over the power house apparatus 
for controlling the turbo-generators will be retained prac- 
tically intact, with the exception of the transformers at 
present used for single-phase transmission. These will be 
reconnected to supply power through the three-phase recon- 
structed transmission lines required for the two 1200-volt 
rotary converter substations. The single-pole oil switches 
in the power house may be reconnected both electrically and 
mechanically to control this bank of step-up transformers. 

The present 500-kw transformer in the Mars substation 
and the two 500-kw transformers in the Allison Park sub- 
stations will be eliminated. Each of these buildings will be 
reconstructed and provision made for the installation of 
complete new rotary-converter outfits. The equipments 
in each case will consist of two 300-kw, 750-r.p.m., 1200- 
volt, 25-cycle, three-phase commutating-pole, compound- 
wound rotary converters ; two 300-kva, 25-cycle, 22,000/740- 
volt oil-cooled ‘transformers containing the- necessary in- 
herent reactance, high-tension and ‘direct-current  switch- 
boards, lightning arresters, etc. The rotaries will be de- 
signed for carrying a momentary overload of 200 per cent. 

The company expects, with the-1200-volt direct-current 
system, to be able to reduce the number of cars necessary 
to maintain the schedule from thirteen to ten. The rolling 
stock will be re-equipped with GE-225 100-hp, 690/1200- 
volt four-motor car equipments. The motors aré geared 
for normal running speed of 46 to 48 m.p.h. on level track 
with 1200 volts on the trolley, with an ordinary maximum 
speed of 50 m.p.h. and an emergency speed of 60 m.p.h. 
The air-brake equipments will be retained, but ten new 
CP-28 air compressors will be installed. The cars will be 
equipped with ten type MK simplified Sprague-General 
Electric non-automatic control equipments, designed for 
governing the motors by shunt-field control for final speed 
acceleration on rapid-transit dispatch and limited schedules 
and arranged so that cars may be operated at full speed on 
either 600 or 1200 volts. In the contract are also included 
one 125-kw and one 200-kw, 25/621-cycle motor-generator 
frequency changer set for supplying energy to the lighting 
circuits. 

It is planned to make the change-over from single-phase 
alternating-current to 1200-volt direct-current operation so 
as not to interfere with the regular traffic. The. entire 
equipment will be delivered: and installed during the early 
months of next year. 
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NEW CARHOUSE AT BALTIMORE 


The accompanying diagrams are of the Hartford Road 
carhouse which is being built for the United Railways & 
Electric Company at Baltimore. This carhouse completes 
the program of carhouse construction begun by the United 
Railways Company several years ago. 
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The floor of the carhouse is of concrete 6 in. thick, and 
these floors are used throughout the carhouse, for the bot- 
toms of the repair pits, cellar floors, sand room floors, etc. 


They are made by putting down first a 6-in. bed of hard 


vitrified cinders, which were tamped down, and on this 
was laid a 5-in. layer of concrete. 
The carhouse is fitted with rolling doors and steam heat. 
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Hartford Road Carhouse, Baltimore—Section Showing Depressed Aisle and Flush Aisle Pits 


The Hartford Road carhouse does not differ radically 
from the other carhouses on the system. The only impor- 
tant changes in design are those which have been required 
by environment, but a novel architectural treatment has 
been employed for the building. This is the finish in hard- 
burnt vitreous buff brick. This color harmonizes very well 
with the concrete which is used for the footings, coping, 
division pillars and other parts of the facade. 
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The latter consists of a low-pressure return-circulation 


steam-heating apparatus of sufficient capacity to heat the 
office and general rooms to a temperature of 70 deg. Fahr. 
in zero weather, the pressure on the boilers not to exceed 
10 lb. per sq. in. and the circulation of steam through the 
apparatus to be perfect at 1 lb. pressure. Sprinklers will 
be installed and will be of the National type. 

Of the pits, two will have depressed aisies and the others 
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Hartford Road Carhouse, Baltimore—Plan and Side Elevation 


The carhouse has three bays, each 46 ft. wide and 322 ft. 
long. The building occupies part of a block conan 23% 
acres and is arranged for extension in the longit udi nal di- 
rection when greater car capacity will be needed on the 
divisions installed. In consequence, the rear or east wall 
of the building is constructed of brick and lime mortar so 
that it can easily be dismantled in case a rear extension is 


necessary. 


will have flush aisles. Both types of pit construction, as 


used, are illustrated on this page. 


The record of passenger train performance o: 
va lroads of New York State for September sh 
number of trains run was 66,687. Of the tot: 
were on time at the division terminal. Th 
foe each late train was 27.7 min. 
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HEADLIGHT TESTS 


At a meeting of the Western Railway Club held in Chi- 
cago on Oct. 15 C. M. Larson, assistant chief engineer 
Railroad Commission of Wisconsin, described a series of 
tests on headlights which had been conducted by the com- 
mission. The reason for these tests was a law passed at 
the Ig11 session of the Legislature of Wisconsin providing 
that steam railroads operating more than 50 miles of track 
in the State should be required to equip on or before July 
I, 1912, every locomotive, power vehicle, power car or other 
equipment used in place of: locomotives, except those used 
for switching and in railroad yards, with a headlight of 
sufficient candle-power to enable the operator of the loco- 
motive plainly to discern an object the size of a man at a 
distance of not less than 800 ft. The Railroad Commission 
of Wisconsin agreed to carry out some preliminary tests, 
co-operating with the railroad companies, before this law 
went into effect. Many tests were conducted. They were 
made by a committee consisting of Prof. J. G. Mack, of the 
University of Wisconsin and also head of the mechanical 
department of the railroad commission; M. H. Hovey, 
safety service expert, and J. N. Cadby, inspector of gas 
and electric service of the commission. Representatives 
of a number of the steam railroads and manufacturers of 
different headlights were present. The tests were very 
elaborate and apparently made with great care and im- 
partiality to determine the efficiency of different types of 
headlights. Mr. Larson gave an account of them in his 
paper, which made a pamphlet of seventy printed pages 
with sixty-one elaborate tables. 

Electric, acetylene and oil headlights were tested to de- 
termine the distance of discernment of objects in front of 
the headlight, the effect of the color of clothing in relation 
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Headlight Tests—Foot Candles at Different Distances 


to the distance at which a man could be seen, the effect on 
signal lights, observations at various distances, results 
with and without opposing headlights, effect on classifica- 
tion lights, comparative visibility with various lamps, etc. 
The results are summarized in the two charts herewith. 
Mr. Larson, while admitting that nearly all enginemen 
who have actually used the electric headlight are in favor 
of it, nevertheless in his conclusions, from the data col- 
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lected during the signal tests, held that the use of high- 
power electric headlights is attended with grave dangers, 
especially where there are two or more running tracks 
or where many signal lights are necessary, as in block sig- 
nals and interlocking plants. He also believed that the 
turning off of the arc lamp and turning on an incandescent 
lamp headlight at critical points could not be relied upon 
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entirely, because of the inability of one engineman to know 
when his light might interfere with the operator of another 
train. 

Tests were also made with the different types of head- 
lights when directed against semaphore and light signals, 
classification lights and switch lights. The signal lights on 
which the tests were made are mounted on a signal bridge 
spanning three tracks of the Chicago & Northwestern 
Railroad, and their appearance from the locomotive was 
observed at points 500 ft. apart, beginning 2500 ft. from 
the bridge. The results from these tests were somewhat 
contradictory but on the whole showed a considerable per- 
centage of the so-called phantom lights recorded by all 
observers. 

One feature in connection with the observations taken of 
the switch lights was that when they were lighted they al- 
most always read correctly, but that when the lights were 
extinguished the observers saw red usually at 1ooo ft. and 
almost always at 500 ft., while the green was seldom seen. 
In no case was there an error in reading the correct color 
of the switch lights. In regard to semaphore blades, it was 
found that the blades were very much harder to detect when 
the headlight was opposing the observers than where there 
was no such headlight directed against the observers. The 
speaker also said that while the blades were visible they 
were not plainly seen at any time when an electric head- 
light was opposing the observers. Only a small proportion 
of the observers were able to see the blades at 2000 ft., 
showing that the engine was somewhere between 1500 ft. 
and 2000 ft. from the switch before the blades became gen- 
erally visible. The speaker also quoted the testimony 
against the electric headlight of Professor Benjamin, of 
Purdue University, before the Indiana Railroad Commis- 
sion in the fall of 1909 and afterward presented before 
the Western Railway Club in April, 1910. He commented 
upon the discussion on the subject in the 1910 annual re- 
port of the Interstate Commerce Commission. At that 
time the commission admitted that the question was in a 
highly controversial state but believed that so far as opinion 
had crystallized it was as follows: 

“On single-track roads, particularly those in mountain- 
ous country or where fixed signals are infrequent, the 
high-power headlight on a train affords a warning of its 
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approach for a considerable distance, and under favorable 
circumstances it, enables the engineman to distinguish ob- 
structions or unusual objects on the track much farther 
ahead than is possible with ordinary lights. On double- 
track roads, and particularly on roads having three or four 
tracks and equipped with signals placed at frequent inter- 
va:s, the prevailing opinion seems to be that the electric 
headlight is not only unnecessary but is likely to cause 
serious errors on the part of the enginemen in reading color 
signal lights.” 

Mr. Larson also quoted J. W. Chamberlain, ophthalmic 
surgeon of the Great Northern Railway, as saying that 
some tests conducted by him indicated that after a man’s 
gaze had been exposed for some time to an electric head- 
light he was temporarily unable to distinguish colors 
readily. In conclusion, the speaker confessed his inability 
at the present time to make any positive statement, but 
expressed his belief that there were headlights with satis- 
factory illuminating capacity and still not of the kind whose 
rays had a glare like those of the arc light, and that several 
kinds of lights were being developed which gave good 
promise, but they were not on the market when the tests 
were being conducted. 

DISCUSSION 

There was a long discussion of the paper. One letter 
was read from an officer of one of the organizations of the 
Brotherhood of Locomotive Engineers which was a plea 
for a high-powered headtight. The writer thought that 
the present difficulties with this light—namely, obscuring 
markers, blinding persons in front of it and phantom re- 


flections—would be eliminated. As regards reflections, by 


if 
} 


the time a reflection occurred there was ample illumination 
to see the position of the semaphore. The method of front 
marking, he thought, could be modified to meet the new 
conditions, and standing.engines in yards or sidings’ could 
turn off their arc lights and turn on incandescent headlights. 
Fast-moving opposing trains did not bother each other seri- 
ously because they pass too quickly. On the other hand, an 
engineer on the Chicago & Northwestern Railway strongly 
opposed the electric headlight. 

Professor Harding, of Purdue University, thought that 
the beam from the electric headlight could be made cylin- 
drical instead of conical and thus be confined to the rails 
and not touch the signals on either side. Position signals 
might also be used exclusively, or the light signals might 
be lowered and not put at the same level, or practically the 
same level, as the headlight. This might reduce the reflec- 
tion. Finally, the color intensity of the beam might be 
specified so that a beam high in green would not be used; 
for instance, to emphasize the reflection from the unlighted 
roundel: Thus, he thought it would be possible to hold 
such a headlight within a few per cent of the intensity 
curve of the incandescent lamp, or tungsten lamp, in vari- 
ous parts of the spectrum. 

Other speakers included a number of steam-railroad en- 
gineers, most of whom objected to the e'ectric headlight for 
the reasons already mentioned. One believed that it was 
not desirable on double-track roads with block signals at 
close intervals but was desirable on single-track lines. 
Professor Mack, University of Wisconsin, said that over 
20,000 electric headlights had. been used and thought it 
strange, if all the objections urged against them were true, 
that they did not cause more accidents. An engineer on 
the Chicago, Milwaukee & St. Paul Railway said that 
most of the locomotive engineers on that line favored the 
electric headlight and that the opposition came from men 
whose objections were based upon theory only, 

A manufacturer of oil lamps in a written communication 
claimed that by the use of special illuminating oil a-much 
more powerful oil headlight was possible than with or- 
dinary kerosene oil. He also thought that much stock was 
killed by locomotives equipped with e'cctric headlights be- 
cause the light dazzled the cattle. 
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L. C. Porter described some tests being made with a 
tungsten headlight where a beam candle-power of 384,000 
had been obtained from a 6-volt, 69-cp lamp, operated by 
storage batteries. 

Mr. Larson summed up the discussion judicially and said 
among other things that an oval surface might get rid of 
the phantom lights. He said that electric headlights had 
many advantages but also some disadvantages. The tung- 
sten lamp might give good service. The commissions had 
tested only larips which were in commercial use. 


EVIDENCE SUBMITTED IN CHICAGO WAGE ARBITRA- 
TION CASE 


At the session of the board of arbitration in the Chi- 
cago wage case on Noy. 14, L. A. Busby, president of the 
Chicago City Railway, showed the difficulties involved in 
the operation of a street railway property under condi- 
tions existing in Chicago and discussed the burdens im- 
posed on the company by the ordinance of 1907. This was 
done in order to make clear the position of the company 
in the present controversy with the employees and to 
show its financial inability to meet the demands of the 
men in the face of steadily decreasing income per pas- 
senger and yet account, fairly to stockhoiders for the in- 
vested capital. Mr. Busby said that in order to obtain 
capital the company must be able to give assurance of a 
fair return on the money invested and it must also be 
able to give the men fair wages. W. D. Mahon, repre- 
senting the men, had stated that the men believed that 
they did not get enough from the large amounts of money 
which they collected. In answer to this Mr. Busby said 
that the men did not appreciate the capital requirements 
and the tremendous expense of operating the system. He 
submitted data showing that the portion of the 5-cent 
fare which the company received as profit had decreased 
steadily under the provisions of the 1907 ordinance, due to 
the largely increased use of transfers. During the fiscal 
year ended Jan. 31, 1908, the average fare per total pas- 
senger carried was 3.02 cents, while now the company 
received per passenger carried but 2.82 cents. On the 
basis of 1,000,000 passengers carried the receipts in the 
earlier year were $30,200, while at the present time the 
amount was $28,200 on the same volume of traffic. 

Mr. Busby also pointed out that in 1907 transfers were 
allowed in an area of only 48.25 sq. miles, while now this. 
had been increased to 134.7 sq. miles. Under the previous. 
ordinance the longest ride that could be had without a 
transfer was 9.6 miles, and this had been increased to 
19.2 miles. Where a passenger formerly could ride 13.3, 
miles for one fare with a transfer he could now ride 26.9. 
miles. 

Mr. Busby declared that the through-route cars had been 
superimposed on the companies and that the difficulties. 
arising from the operation of these cars had a direct bear- 
ing on reduction in the earnings of the company and con- 
sequently a material effect on the amount of wages that 
could be paid to the men. It was also stated by Mr. Busby 
that in the last five years the cost of paving amounted to 
$2,462,167, while $773,000 was disbursed for the removal 
of snow. The expense due to sprinkling was $99,783. Mr. 


Busby also discussed the topic of subways, which, if ‘pode 


structed, would cost his company, he said, $2,000,000. He 
declared that the electrolysis ordinance, if legal, would 
be very expensive for the companies. 


In answer to an inquiry from Judge Scanlan, arbitrator ‘4 


representing the men, Mr. Busby said that the subways 
would save some terminal time and would be usefw 
routing cars from one division of the city to anothe 
that in his opinion they would not be advantageous t 
railway from the standpoint of net earnings. 
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Data introduced by Mr. Busby showed the average wage 
paid to trainmen per hour to be as follows: Year ended 
Jan. 31, 1907, 24.69 cents; 1908, 26.2 cents; 1909, 26.56 
cents; IQI0, 27.02 cents; IQII, 27.47 cents; I912, 27.89 
cents; for eight months of the present year, 28.13 cents. 
In summing up Mr. Busby declared that the receipts per 
car hour were decreasing while the average pay per hour 
had increased steadily since 1907. The increase resuited 
from the large number of trainmen who graduated yearly 
into the highest paid class. At the present time 55 per cent 
of the company’s employees were in the highest wage class. 

Mr. Busby said that the new near-side type of car had 
reduced alighting and boarding accidents to a minimum 
and that the only possible way to meet the stringent re- 
quirements of the ordinance was by the enforcement of 
the strictest economy. 

On Nov. 15 Mr. Busby sought to introduce schedules 
showing the wages of motormen and conductors in forty- 
cne cities throughout the East. Mr. Mahon objected to 
the introduction of this evidence and said that the com- 
pany was not in competition with any other company and 
that the wages paid in other cities had no bearing on the 
situation. N. G. Moore, attorney for the company, said 
that Mr. Mahon had introduced figures on the cost of 
living which applied to the entire country but that he had 
not objected because he thought the figures had a bearing 
cn the situation. He insisted that it was perfectly proper 
to show the wages paid for similar work in other cities. 

Mr. Busby introduced testimony showing the wages 
paid trainmen at the present time. The average for all 
grades of extra and regular men was $72.50 a month. The 
wages of the five most highly paid men in the four di- 
visions of the company for last month were from $101 to 
$105, but in August one motorman was paid $113.67. Of 
2632 trainmen in regu‘ar service the average wage was 
$76.92. In order to show that the service was not dis- 
agreeable Mr. Busby said that last year the company had 
3108 trainmen in its employ and that, while 906 new men 
were hired, 2457 applications were accepted and placed on 
file. The company had from four to five times as many 
applications for work as it had positions to give. Prac- 
tically al! discharged men applied for reinstatement. 

On Nov. 16 the board made a ruling in regard to the 
admission of testimony concerning the wages paid to train- 
men in other cities. Justice Carter, the third member of 
the board, and Harvey B. Fleming, member representing 
the company, concurred in a ruling that this evidence was 
admissible. Judge Scanlan took exception to the ruling of 
the majority, declaring that it was lega‘ly and morally 
wrong and a class ruling of the most vicious kind. Mr. 
Mahon, after the ruling was announced, said that he 
wanted to be informed regarding the cities from which 
the company was going to draw its information. He un- 
derstood that the company was to include only cities east 
of the Rocky Mountains. He would go further and would 
call upon men in cities from coast to coast to testify in 
the proceedings. Justice Carter said that the majority of 
the board had ru’ed that the evidence submitted by the 
company be admitted into the records for what it was 
worth. He could say, however, that it would bear prac- 
tically no weight with him unless it was substantiated by 
other facts from the various communities. 

On Nov. 17 Justice Carter, announcing the majority 
_ ruling of the board, said that in so far as the board had 
the power it had ordered the company to open its books 
to the employees. Mr. Fleming dissented from the ma- 
_ jority ruling, stating that, all. the information contained 
in the books of the company which wou'd throw any light 
on the question at issue could be ascertained in an orderly 
manner at the direction of the board. 

Justice Carter said that the majority had decided that 
in order to reach a proper finding an investigation of the 
books of the company should be made. Every reasonable 
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facility for examination should be accorded to all con- 
cerned who wanted the figures which had been offered in 
the testimony introduced by the company verified. The 
company believes that the examination should be made 
after all the evidence which the company intended to pre- 
sent had been offered. 

On Nov. 19 Mr. Busby testified in regard to the owl 
car service and the demand of the men for extra pay for 
night runs. He said that in certain sections of the city 
where men worked at night it was absolutely necessary 
that the company furnish transportation and that if such 
service was penalized it would necessarily be operated 
under limitations. He said that out of forty-eight cities 
with which he had communicated extra pay for night 
car service was given in only one. Mr. Busby testified 
in regard to the cost of commodities at the present time as 
compared with 1909. He compared the figures shown in 
advertisements of four large Chicago department stores 
in July, 1909, with simi:‘ar figures from advertisements 
of the same stores published in July, 1912. Some of the 
figures given by Mr. Busby are shown in the accompany- 
ing table. 


July, 1912 


July, 1909 
Cents per lb. Cents per Ib. 

Beef—aohouldeta steak: cae vse vie cralcisrc ons belo dore 14.00 12.50 
PROMISE CA He clele aniviotele sletstalcle bys ci0isein eel eisi¥ stats 17.00 12.50 
POG OaSt tenia cme tha nics tele acl toicvadis cyere'e se aptane 12.25 11.00 
Rife Coast nici temiatea eater tiiers aie cioiteleia steele ad 16.50 16.00 
Rollede roashesmctw secs vmisase as one cco ease 15.00 13.50 
COTHeR DOEEAN cies Go Se diate a0 ots Shou a'ese'e elec 8.00 10.75 
LRG Lima c MD oe alo TOC a Oo Oe Gok Coca 18.00 16.00 
Average increase, 8.45 per cent. 

Pork —sBorie CHODSsieiis tle ele onic ole. cleteeielere ele da sales 14.75 14.00 
SHgura ees peers exch cis ual tage olka sn neces ¥ Mamare 11.75 11.00 
erode Ce mete it ete witicieh ss eri vies ere ysretokare cie't oxs(elhint ee 10 00 10.00 
SWE DICK let ancm a atersitie eaten ela aaa esip <p) 0 einer taters 12.00 12.50 
Averace increase, 8.18 per cent. 

PLAS Ae WORISS ore Wibrn Bin tai s oin ew Och ie 2 ody elt ele'e wlate. atehs 11.50 10.25 
RiTSPRNST ACES jtercRictetotat eo vieaiele clelaitnete’s icc chalet 14.25 15.00 
Sripareauned: sDACOt at. ycaneans vasaus'8 48a bra acute 17.50 21.50 
Average decrease, 2.33 per cent. 

Mast tome S hoteles ares rray-dsomie(etele <averstetelelaiele esters 10.75 12.50 
PAPO MEET Bia 's a0 areas Sale bie, orecere le seaceiers vaubuste 10.00 12.00 
POW MGH ODS 2 =, o:00 s efacalere se cielo ticita ce oe.s ofeleele oleic e 14.25 16.00 
Average decrease, 13.58 per cent. 

De ditib——-earid (italien Nentaccie vies cfare.e ovaj t/oe.are essere ie 13.75 13.75 
BOrequarter intestate sey rare las Siac neste ote ee 9.25 10.75 
Wreaetia wd CECK 4 ats.< ia cighniwieveleveleia vais sroceaneeeteta ke 7.25 6.00 
Average decrease, 0.98 per cent. 

Groceries—Flour (in quarter barrels)......... 1.46 1.79 
SL Pel Leamawecnetin ns revere lnne) o1ahbtacesece te areteic ic essr nite iole oterertipe 4.70 4.98 
Biuttemestatssisis cores ddd Che raed siziaietehhin's s1s/etiec otete 28.00 28.00 
SdapeiG@erman Lamiily,) Fi vis -solcuns ete acd s® cle 4 20 5.20 
SdapmGAimericam, Tadly) save dale chee Ge vte ated 4.38 4.51 
Porkgratids DEAws. cra sesles: chs oetale- tele nis sietcho babies 12.25 14.00 
NSEMMOLIE Merete nts Fata a elslene Cote aeicen ec ae mer 22 00 25.50 
BF hase Melt Wey ae RORY Otic eR ORIOEM ential dtetong, cre 11.00 


Judge Scanlan objected to the introduction of these 
statistics. He declared that the department stores ad- 
vertised certain articles for sale at prices below cost on 
sale days and that it was unfair to call these average 
prices. Mr. Busby said he presumed that most of the 
articles were what might be called “leaders” in the ad- 
vertisements, but, admitting that to be the fact, they were 
fair for purposes of comparison. 

Mr. Busby also introduced statistics to show that street 
railway employees were well paid as compared with other 
workers. Government bu'letins showed that the average 
annual wage paid in all industries in the United States in 
1909 was $518.07, based on the earnings of 6,615,046 per- 
sons classed as wage earners. The average in Illinois for 
405,764 wage earners was $586.81, while the wages of 
Chicago City Railway Company employees averaged $870. 


In the work which it is doing on its track, the Fort 
Wayne & Northern Indiana Traction Company, Fort Wayne, 
Ind., is using the old style cast weld, but a little longer 
casting than was originally used, namely, 15 in. instead of 
1o in. After the weld has been made the joint is gone over 
with a Kerwin-Detroit rail grinder and made smooth, the 
company feeling that the additional expense is more than 
justified by the results obtained in minimizing the break- 
age. The company has welded about 4 miles of track dur- 
ing the season and has had only four joints break. 
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AN IMPROVED PUMP VALVE 


In order to overcome the damage and loss in efficiency 
caused by excessive lift of pump valves in the ordinary 
direct-acting steam pump, the valve shown in the accom- 
panying cut has recently been placed upon the market by 
the Northern Equipment Company, Chicago. It consists of 
a brass disk with a rubber insert which takes the place of 
the customary flat disk of solid rubber. The brass disk is 
guided by a stem passing 
through the brass casing, 
the extent of the vertical 
movement, or “lift,” being 
fixed positively by a 
shoulder on the disk which 
strikes a shoulder on the 
casing at a point which. 
gives the proper move- 
ment to the valve. The 
valve is self-contained 
and is provided with 
screw threads at the bot- 
tom of the casing so that 
in pumps with standard 


valve deck the regular ~— Bloctrie Ry. Journal 
valve seats may be bored Improved Pump Valve with Pos- 
out and tapped and the Teper iil 


new valve screwed into 
place whenever there is sufficient space for clearance ver- 
tically above the valve deck. 

The rubber insert, which is held securely in place between 
the two plates which together form the valve disk, is made 
of rubber or composition suitable to withstand the action of 
hot water or whatever liquid is being pumped. It is reported 
that these rubber inserts have withstood the hardest kinds 
of service for over a year without appreciable signs of 
wear or leakage and have in that time required no repairs 
or renewals. All parts of the valve except the rubber 
insert are made of bronze, and consequently the valve is 
practically indestructible, the rubber insert which bears 
against the seat being the only part which is subject to 
wear. The lift of the ordinary solid-rubber valve is largely 
dependent upon the flexibility of the composition of which 
the valve itself is made, and as the valve ages the lift in 
consequence increases until attention is called to the 
excessive movement by the knocking of the pump. 
Decreased efficiency due to reversal of flow cannot be deter- 
mined except by removing the hand-hole plates and 
examining the valves. With the new valve, however, the 
lift is fixed for all time, and no dependence is placed upon 
the flexibility of the rubber disk. In addition to this, the 
disk is so nearly inclosed by metal that there is little 
tendency for it to crack even when it becomes hard. 


CONVENTION OF OPERATING OFFICIALS OF HODENPYL- 
HARDY COMPANIES 


A meeting of about 100 operating officials of subsidiary 
companies of the Commonwealth Power, Railway & Light 
Company, of Jackson, Mich., the Union Railway Gas & 
Electric Company of New York and other properties man- 
aged by Hodenpyl, Hardy & Company, of New York, was 
held at the Hotel Sherman, Chicago, from Nov. 18 to Nov. 
21. Robert Davey, secretary of the Commonwealth Power 
Company, of Jackson, Mich., was chairman of the meeting 
and S. E. Wolff, of Hodenpyl, Hardy & Company, New 
York, was secretary. Papers and committee reports were 
presented on various topics of interest to the officials of the 
companies, 

The list of operating companies represented at the con- 
vention included the Rockford & Interurban Railway, Rock- 


ford, lll.; Rockford City Traction Company, Rockford, IIL; 
Janesville (Wis.) Traction Company; DeKalb-Sycamore & 
Interurban Railway, DeKalb, Ill.; Springfield (Ill.) Con- 
solidated Railway; Public Utilities Company, Evansville, 
Ind.; Saginaw-Bay City (Mich.) Railway; Saginaw & 
Flint (Mich.) Railway; Grand Rapids (Mich.) Street 
Railway, and Michigan United Traction Company, Jackson, 
Mich. 


AN ARMATURE AND AXLE-BEARING BORING 
MACHINE 


A new type of plain horizontal boring machine has been 
brought out by H. B. Underwood & Company, Philadelphia. 
This machine is designed for boring the babbitted bearings 
of axle and armature shaftsof motors used in electric rail- 
way service, but its field of service is by no means entirely 
restricted to this work, as it can be used for boring all kinds 
of split and solid bushings. It is intended to be a machine 
that will do more rapid work than anything on the market, 
that will be suitable for quickly chucking and holding split 
bearings, and one that can be operated by unskilled help. 
These points have all been covered and a wide range of 
utility has been given to the tool notwithstanding its ex- 
tremely simple design. 

The hand wheel toward the right of the accompanying 
illustration operates a powerful self-centering chuck which 
holds and centers split or round bearings in correct align- 
ment with the boring bar. No skill is required to do this 
accurately and quickly. The jaws of the chuck will take 
bearings from 4 in. to 12 in. outside diameter. The cutting 
tool is held directly in the bar, and the latter is amply strong 
to bore with a single-ended cutter. In order that extremely 
accurate boring may be done on bearings of harder material 
than babbitt an outboard support and extension bar are 
provided. 

The bearings in the head-stock are made to compensate 
for wear without changing the alignment of the spindle and 
wide-face pulleys make large boring possible without the 
use of gearing. The feed is automatic with three changes 


Boring Machine for Split Bearings — 


and there is also a hand control with provision for quick : 
return of the spindle. Spiral oil grooves can, if desired, be 

cut in the bearing after the box is bored. The bed of the 

machine is unusually short as the feed mechanism is con- 

structed to telescope under the head-stock, the head-st * 
forming a cover for the slide. It is stated that the neni hs ee 
will chuck and bore a split box in less time than is required 
on a lathe or standard boring mill. In fact, during a recent 
test a split bearing, babbitt-lined, with 5-in. bore and a 
length of-rr in., was bored out in less than one minute ie 
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News of Electric Railways 


Ten Million Dollars Needed for Improvements in Cleveland 
in the Next Five Years 


J. J. Stanley, president of the Cleveland (Ohio) Railway, 
in a statement issued on Nov. 13, says that $10,000,000 will 
be needed within the next five years to’ improve and 
extend the Cleveland Railway and purchase new equipment. 
The greatest immediate need is additional cars. Arrange- 
ments have been made to purchase fifty new motor cars 
and 100 more trail cars, but these will not be sufficient to 
take care of the traffic in the proper manner. The average 
increase in the number of daily riders this year over the 
daily riders last year is 70,000. In 1908 the company car- 
ried 14,423,809 passengers per month. Thus far this year the 
average has been 23,797,141. During the last six years only 
twenty-five motor cars have been added to the equipment. 

Resolutions have been prepared for presentation to the 
Council providing for the elimination of half the stops on all 
West Side lines. The adoption of the resolutions will mean 
the elimination of half the stops on all the lines in the 
city within the next few months. 

Mr. Stanley has presented to Street Railway Commis- 
sioner Witt a plan designed to prevent blockades at the 
Public Square during the rush hours. It is said that radical 
changes in car routing are suggested and that a new line 
from the Union Station to East Twenty-second Street is 
proposed to serve the hotels and the center of the city. 

The Lakewood Chamber of Commerce has demanded 
better cars, improved service and 3-cent fare. The claim 
is made that the city of Cleveland, after securing a 3-cent 
fare, interfered with the service given the village. It will 
probably be contended on behalf of the village that it has 
a right to the same fare as is charged in Cleveland, instead 
of 5 cents. 

The operating report of the Cleveland Railway for Oc- 
tober shows an ordinance surplus of $11,242 and an actual 
surplus of $28,993. There was a deficit of $11,495 in the 
operating fund and a surplus of $20,247 in the maintenance 
fund. The operating deficit has steadily increased until it 
is now $175,000. The statement showed an increase of II 
per cent in the number of passengers carried, with an in- 
crease of only 5 per cent in the car mileage. The number 
of passengers carried per car mile was 10.38, the highest 
figure ever reached. 


Prospects for a Resumption of Franchise Negotiations in 
Kansas City 


It is expected that the appraisals which are being made 
of the property of the Metropolitan Street Railway, Kansas 
City, Mo., in the interest of the city and in the interest of 
the company will be completed before Jan. 1, 1913, and that 
arrangements will soon be made between the representatives 
of the company and the city to resume the negotiations 
for the extension of the franchise of the company shortly 
after the new year. Since the franchise negotiations were 
suspended pending the presentation of the appraisals there 
has been considerable speculation in regard to the attitude 
that would ultimately be assumed toward the company by 
. Mayor Jost and the members of the city administration. 
On Nov. 12 Mayor Jost was quoted as follows:- 

“Statements have been made that I favor municipal own- 
ership of public utilities. This is only half the truth. I 
would only go to the extreme of municipal ownership after 
it had become apparent that this was the only recourse open 
to the city to require the public utilities to render adequate 
service at honest rates. 

“Personally, I favor municipal control of the utilities, 
and when this fails, then let us try to better things if 
possible by municipal ownership. I have always felt that 
there is more waste in the operation of utilities by municipal 
ownership than by private ownership, and I have not 
changed my mind. My theory is that privately owned util- 
ities should strive to be obedient to the needs of the people 
in their service and charges, but when they become arro- 
gant and fail to become responsive to municipal control 


then they shouid be dealt with in a way that their arrogance 
justifies. It is also true that I favor legislation placing the 
city in a position whereby it can arrange its finances so as 
to acquire privately conducted utilities, but this does not 
necessarily mean that I favor municipal ownership of them.” 


Denver & Rio Grande Electrification 


The Denver & Rio Grande Railroad has decided to equip 
its mountain division between Helper, Utah, and Salt Lake 
City, a distance of 115 miles, for electrical operation with 
direct current. Contracts are to be let shortly by the com- 
pany for the construction of a 15-mile detour between 
Tucker and Soldier Summit, Utah, on this division, which 
will then have a maximum grade of only 2 per cent, as 
compared with the 4 per cent grade of the present 7-mile 
line between these points. Work on the new project is to 
be completed early in the summer of 1913. Energy for the 
operation of the electrified portion of the system will be 
furnished by the recently organized Utah Securities Cor- 
poration, through its operating subsidiary, the Utah Power 
& Light Company. A large part of the energy will be fur- 
nished by the Telluride Power Company, which is now a 
part of the Utah consolidation. 

A steam auxiliary station, to have a rated output of be- 
tween 30,000 kw and 40,000 kw, will probably be built near 
Soldier Summit for the Utah Power & Light Company, 
to insure a continuous supply of energy. About $4,000,000 
is to be spent by the central-station interests on extensions 
and enlargements in connection with the project, and about 
$6,000,000 will be spent by the railroad company. If the 
initial electrification plan proves to be successful the rail- 
road company will equip its lines to the eastward of Helper 
for electrical operation. When the plan was first considered 
by the representatives of the General Electric Company and 
the Denver & Rio Grande Railroad the electrification of 
only a small portion of the division between Helper and 
Salt Lake City was contemplated, but when the additional 
economies and advantages to be derived from the operation 
of the entire division by electricity were demonstrated the 
railroad company decided to extend the electric service over 
the entire 115 miles of this division. 

It is understood that the contracts for the equipment 
which will be needed to carry out the proposed work have 
not yet been let. 

E. L. Brown, vice-president of the Denver & Rio Grande 
Railroad, speaking of the electrification plan, said: “We 
are only abreast of the times, taking the country as a whole, 
and somewhat ahead of the railroads in the West. A large 
corps of electrical engineers will be in the field in a few 
days to examine the details In addition to the $6,000,000 
we will spend, the power companies will spend about 
$4,000,000. We feel confident that the first electrically oper- 
ated trunk line in this part of the.mountain West will 
be the Rio Grande and that its trains will be in daily move- 
ment with this power by July 1, 1913.” 


Vote on Expenditure for Electrification of the London & 
Port Stanley Railway.—The ratepayers of London, Ont., 
will be requested to vote on Jan. I, 1913, ona by-law calling 
for the expenditure of $800,000 for the electrification of the 
London & Port Stanley Railway. 

Utilities Measure Urged for Kentucky.—Governor James 
B. McCreary of Kentucky has been asked to call a special 
session of the State Legislature to enact a public utilities 
bill, an anti-pass bill and a 2-cent steam railroad fare bill. 
The public utilities bill was not acted upon by the 1912 As-- 
sembly. 

Double-Deck Cars in Buffalo Possible-—E. G. Connette, 
vice-president of the International Railway, Buffalo, N. Y., 
is quoted by the Buffalo News as having made the follow- 
ine statement before the West Side Business Men’s As- 
sociation: “We try to meet the extra expenses that are 
falling on us to increase the seating capacity. The new near- 
side cars seat fifty-three persons against the old style, 


1082 


which seat forty-four persons. Ultimately we may install 
double-deck cars similar to the one in use in New York.” 


Plans for the Boston & Eastern Electric Railroad—The 
Boston News Bureau quotes John M. Bickford, original 
promoter and managing director of the Boston & Eastern 
Electric Railroad, as authority for the statement that with- 
in six months McArthur Brothers, New York, N. Y., con- 
tractors, will be actively at work on the construction of the 
Boston & Eastern Electric Railroad. The Boston & East- 
ern Electric Railroad proposes to construct an electric rail- 
way from Boston to Beverly, with a tunnel under Boston 
Harbor from East Boston. 

Fire at Poughkeepsie—A carhouse fire occurred at 
Poughkeepsie, N. Y., on Nov. 11, 1912, at which six cars 
of the Poughkeepsie City & Wappingers Falls Electric Rail- 
way were totally destroyed and six cars were partially 
burned. There was little damage to the carhouse as it was 
constructed of concrete. Several years ago the company 
had a very disastrous fire in which it lost practically all of 
its equipment and in its new construction built its buildings 
of fire-resisting material. The wisdom of this plan was 
demonstrated last week. The total loss is about $25,000, 
covered by insurance. The fire did not interfere with the 
service, which was resumed at the usual hour on the follow- 
ing morning. 

Public Utility Bill Likely in Illinois—Governor-elect 
Dunne of Illinois has announced that he will recommend to 
the Legislature of Illinois, which will convene in January, 
the passage of a bill to create a public service commission to 
succeed the present Railroad & Warehouse Commission. 
The passage of a public utility bill was indorsed by Gover- 
nor Deneen, and during the iast session of the Legislature 
a joint committee was named to investigate the subject and 
report to the Legislature in 1913. It is said that this com- 
mittee favors a plan to create a committee with jurisdiction 
over the public service companies which operate in Chicago 
and a commission with jurisdiction over the companies 
which operate elsewhere in the State. 

Another Line Over the Manhattan Bridge, New York.— 
The Brooklyn & North River Railroad, which is owned 
jointly by the Brooklyn Rapid Transit Company, Coney Is- 
land & Brooklyn Railroad, Third Avenue Railway and the 
New York Railways, established service over the Manhat- 
tan Bridge over the East River on Nov. 12, 1912, under the 
terms of the temporary permit granted some months ago by 
the bridge commissioner of New York. This permit the 
Manhattan Bridge Three-Cent Line, which is now operating 
over the structure, sought to invalidate. The Brooklyn & 
North River Railroad gives for a single fare of 5 cents a 
ride across the bridge and a transfer or continuing trip 
ticket at either end of the bridge to any of the lines of the 
companies by which it is controlled. 


Peculiar Municipal Ownership Case.—Chancellor Boyd 
at Toronto, Ont., holds that he has no jurisdiction to inter- 
vene between the town of Waterloo and the city of Berlin, 
Ont., in the dispute as to the division of profits of the Berlin 
& Waterloo Street Railway and has dismissed the case 
without prejudice to an application being made before the 
Ontario Raiiway and Municipal Board for adjudication. 
The question involved is whether a municipality which owns 
its public utilities has the right to assess and tax such utili- 
ties in addition to sharing in the profits of the enterprise. 
The case is a peculiar one as in this instance of joint munic- 
ipal ownership it is claimed that the city of Berlin obtains 
more than its rightful share of the earnings by exacting 
taxes. The Waterloo Council has since decided to appeal 
the case to the Ontario Railway and Municipal Board. 


Prospects for Franchise Renewal Negotiations in Toledo. 
—Negotiations for a new street railway franchise in Toledo, 
Ohio, will probably be resumed after Jan. 1, when the Util- 
ities Improvement Company assumes the management of the 
properties of the Toledo Railways & Light Company. 
Whether the terms agreed to by City Solicitor Schreiber and 
Rathbun Fuller, representing the company, in the prelimi- 
nary negotiations will be incorporated in the new contract 


is a question to be decided after the change in manacement 
has been made. Mr. Schreiber states that he will insist that 
the agreement shall contain a clause making the instrument 


subject to approval by a vote of the electors. This will 
make a petition for a referendum vote unnecessary Mr. 
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Schreiber also says that he will arrange to ask the people 
to state their wishes in regard to municipal ownership when 
the franchise vote is taken. 

Extension of Canadian Public Ownership Policy Pro- 
posed.—Representatives of more than twenty municipalities 
of the Province of Ontario met at the city hall in Toronto 
on Novy. 14, 1912, to consider the advisability of requesting 
the government to extend its public ownership policy by 
authorizing the Ontario Hydro-Electric Power Commission 
to construct electric railways throughout the Province. The 
meeting was calied by the Ontario Municipal Electric Asso- 
ciation. A motion was passed to the effect that it is de- 
sirable that a system of electric railways to be owned by 
the municipalities be established and built and that the 
Hydro-Electric Power Commission be requested to report 
on such a system. In order that the request to the Hydro- 
Electric Power Commission be made definite, it was fur- 
ther suggested that the initial report should refer only to 
roads designed to follow the commission’s power lines. 


Dinner of Railway Business Association.—The fourth an- 
nual dinner of the Railway Business Association will be 
held at the Waldorf-Astoria, New York, on the evening of 
Thursday, Dec. 19. This organization is composed of manu- 
facturers of railway materials and equipment, contractors 
in railway construction and dealers in railway supplies, and 
its principal purpose is to promote conciliation between the 
public and the railways by the conduct of a campaign of 
education upon the real problems of the railways and their 
importance to the prosperity of the country. There will be 
two speakers at the meeting on Dec. 19. One will be James 
J. Hill, of the Great Northern Railway, who will marshal 
the facts as to the transportation necessities of the country 
and the financial necessities of the railways. The other will 
be Hon. W. L. Mackenzie King, former Canadian Minister 
of Labor, who will discuss the relations of capital and labor 
to each other and the Canadian method of mediation. 

Lemieux Conciliation Act Upheld.—That the Lemieux act, 
providing for the nomination of a board of conciliation to in- 
quire into disputes between employer and employee,is consti- 


_tutional, and that consequently a board named to consider 


differences between the Montreal Street’ Railway and its 
employees was regularly and legally appointed, is the tenor 
of a ruling handed down by Justice Lafontaine in a case 
which has occupied the attention of the Superior Court at 
Montreal for two years. The appointment of the board 
was attacked by the Montreal Street Railway on the ground 
that the act was unconstitutional in that legislation dealing 
with the differences between master and man appertained 
to the provincial authorities and that consequently the act 
named was ultra vires of the federal Parliament. The ap- 
pointment of the board was also questioned on the ground 
that certain formaiities, alleged to be requisite, had not 
been complied with on the part of those who called for the 
appointment, 


_Revised Market Street Contract Approved in San Fran- 
cisco.—The Board of Supervisors of San Francisco, Cal., 
has approved the revised compromise agreement with the 
United. Railroads which provides for the operation of the 
cars of the Geary Street Municipal Railroad over the outer 
tracks of the United Railroads‘in lower Market Street to 
the ferry. The city is to use the poles of the United Rail- 
roads in Market Street for its trolley wires without cost. 
Transfers are to be exchanged at Devisadero, Fillmore, Lar- 
kin and Kearny Streets. In the event of a blockade of the 
outer tracks the cars of the Municipal Street Railroad are 
to be permitted to use the inner tracks on lower Market 
Street. The city is also to have the right to use the tracks 
of the United Railroads from Thirty-third Avenue to Forty- > 
eighth Avenue upon the payment of a proportion of the __ 
value of the tracks. The terms of the settlement as origin- a 
ally proposed were referred to in the ELrctrr \ rae og 
Journau of Oct. 26, 1912, page 923. 


_ Conference on Transit Matters in Philadelphia —A. M 
ritt Taylor, transit commissioner of Philadelphia, Pa., 
ferred at the city hall in that city on Nov. 16, 1912, wit 
delegation of South Philadelphia business men in re 
local transit matters. He outlined the progress w 
been made in the study of the transit needs o : 
and said that, provided favorable legal opinions 
on questions dealing with State taxes coll: 
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city, the sum of $45,000,000 will be available almost imme- 
diately for rapid transit purposes, Mr. Taylor is quoted as 
follows: “The assessed value of personal property in Phila- 
delphia upon which the State coilects a tax of 4 mills 
amounts to $642,222,643. Upon this assessed value of per- 
sonal property the city collects the tax of 4 mils, totaling 
-$2,568,800, as the agent of the State, and remits this amount 
to the State Treasurer, who in turn pays back to the city 
three-quarters of the total amount collected. I have asked 
for an opinion as to whether valid legislation can be enacted 
making the 4 miils tax on personal property in Philadelphia 
a city tax instead of a State tax, and, if so, whether the 
$642,222,643 of assessed personal property could form the 
basis of added borrowing capacity of the city, which is 
limited to 7 per cent of the present assessed value. If this 
“can be done, the city may borrow $45,000,000 at once to 
build subways and elevated lines.” 


Important Power Contract Made by New York State In- 
‘terurban Lines.—The Beebe Syndicate, Syracuse, N. Y., 
has arranged to sell to the Niagara, Lockport & Ontario 
Power Company the power plant of the Rochester, Syracuse 
& Eastern Railroad at Lyons, N. Y., for $600,000 and the 
“power plant of the Auburn & Syracuse Electric Railroad at 
Auburn for $226,000 and will enter into a long-term contract 
by which the Niagara, Lockport & Ontario Power Company 
is to furnish power for the operation of the Rochester, 
“Syracuse & Eastern Railroad, Syracuse, Lake Shore & 
Northern Railroad, Auburn & Syracuse Electric Railroad, 
Syracuse & South Bay Electric Railroad and the Syracuse, 
Watertown & St. Lawrence River Railroad, all of which 
-are controlled by the Beebe Syndicate. The Buffalo, Lock- 
port & Rochester Railway, another Beebe line, now receives 
power from the Niagara, Lockport & Ontario Power Com- 
‘pany. It is said that one of the conditions of the contract 
between the companies is that the Niagara, Lockport & On- 
tario Power Company shall keep both the Lyons and the 
Auburn plant in operation until such time as it has com- 
_ pleted the development of the power available on the Salmon 
River, some 40 miles north of Syracuse. After that it is ex- 
pected that the plants will be held in readiness for emer- 
-gency use. The power contract will become effective on 
Dec. I, 1912, on the approval of the Public Service Commis- 
-sion of the Second District of New York. 


PROGRAM OF ASSOCIATION MEETING 
American Institute of Electrical Engineers 


A midwinter convention of the American Institute of 
Electrical Engineers is to be held in New York, at the head- 
~quarters of the institute on Feb. 26-28, 1913, under the aus- 
pices of the standards committee. This meeting will be de- 
voted to the general subject of the rating and testing of 
-electrical machinery and apparatus. Members are invited 
to contribute for this convention papers and discussions 
~dealing with the following subjects: 

1. Methods of determining temperature of apparatus, of 
room temperature, and correction of temperature rise for 

_ room temperature, humidity, barometric pressure, etc. 

2. Methods of determining losses in apparatus, including 
load losses, their determination and approximation, and 
‘commutation or brush losses, their determination, approxi- 
“mation or calculation. 

3. Methods of testing apparatus under conditions equiv- 

-alent to specified performance. 

4. Guarantees and permissible variations therefrom. 

5. Miscellaneous subjects connected with rating and test- 
“ing, such as insulation tests, high-potential test and spark- 
‘gap standard, permissible variation of wave shape of alter- 
“nators, control apparatus, rheostats, heating devices and 
sundry other subjects. 

It is desired that these ‘papers shall contain data and 
-constructive criticism, giving definite recommendations for 
‘the guidance of the standards committee in the revision 
-of the standardization rules, rather than general theoretical 
investigation and discussion. All who desire to contribute 
-papers for this convention should notify the chairman of the 
-standards committee immediately, and all manuscripts must 
‘be received at the institute headquarters on or before Jan. 1, 
i193. 
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Financial and Corporate 


Stock and Money Markets 


November 20, 1912. 

Money is in somewhat scant supply for the time being, 
and to this fact has been attributed the quietness of the 
trading on the New York Exchange. There were some 
broad price changes to-day, but the list as a whole showed 
only a small movement. On the whole the tendency of the 
market was downward. Brooklyn Rapid Transit was the 
strongest of the local traction issues. Rates in the money 
market to-day were: Call, 54%@6 per cent; sixty days, 6 per 
cent; ninety days, 534@6 per cent; four months, 5% 
@53% per cent; five and six months, 54@534 per cent. 

Trading in the Philadelphia market to-day was quiet with 
a general downward tendency. 

The market for stocks to-day in Chicago was narrow and 
dull. The only street railway issues traded in were the 
Chicago Railways issues and the transactions in these were 
in small lots. The bond market was dull. 

In the Boston market trading in the railroad and street 
railway issues was narrow and dull. Small sales were re- 
corded of Boston Elevated, Massachusetts Electric pre- 
ferred and West End Street Railway preferred. 

In Baltimore the market for stocks was dull. The bond 
transactions to-day totaled about $80,000, of which nearly 
one-half was in the traction issues. Se 

Quotations of traction and manufacturing securities as 
compared with last week follow: 


Nov. 13. Nov. 20. 
American Brake Shoe & Foundry (common)........-- 104 the 
American Brake Shoe & Foundry (preferred).......- 145 oe 
American Cities Company (common)....-sseeeeeeeee 39% es 
American Cities Company (preferred)........sss+++- 80% 4 
American Light & Traction Company (common) piel atele 5 430 cr 
American Light & Traction Company (preferred)..... 108 ae 
American Railways Company. ...+.+s+eeseeeseeeeeres 41y a 
Aurora, Elgin & Chicago Railroad (common)........ hs 
Aurora, E'gin & Chicago Railroad (preferred). oy 89 ry 
Boston Elevated Ra‘lway.....-+.+-+ssee+s+es : 
Boston Suburban Electric Companies (common) 1 al5 
Boston Suburban Electric Companies (preferred).... a78 a75 
Boston & Worcester Electric Companies (common).. 8% 8% 
Boston & Worcester Electric Companies (preferred) .. a50 50 
Brooklyn Rapid Transit Comnany......+-+++seseeeee 89 9034 
Capital Traction Company, Washington-.......-...-. 122% 123% 
Chicago City, Railway.......---e eee see cee e cee eeeees 150 150 
Chicago Elevated Railways (common)........++.+++ 32 a30% 
Chicago Flevated Ra‘iways (preferred.........++++-- 89 89 
Chicago Railways, pteptg., cll, 1.......- sere ee eee ees 88 85 
Chicago Railways, ptcptg., ctf. 2........eeeeee ee eeeee 2357 23 
Chicago Railways, pteptg., ctf. 3....... see e ee eee eens 8% 3 
Chicago Railways, pteptg., Cth. 4.....+-s cere reece eens 4% 
Cincinnati Street’ Rall way .cececrssdametcereepeesres 127% 126% 
Cleveiand, Southwestern & Columbus Ry. (common).. 6% 6% 
Cleveland, Southwestern & Columbus Ry. (preferred). 34 34 
Cleveland Railway..... sieving ee nlereeeeeerineccecscens 106 10614 
Columbus Railway & Light Company............++.- 55 a 
Columbus Railway (commomn).........scesereeeeeees 82% 82 
Columbus Railway (preferred) ........+...0eeeeeeees 90 90 
Denver & Northwestern Railway........-+-e..sseeees 122 122 
Detroit  Wirbedh Railway. 5.04 00a ee Pile aiel ele wae 72% 80 
General -Bileetriali Com pany « otis icrsiialtleieerg sig cts oisiaesipio 6 182 182% 
Georvia Railway & Electric Company (commor)..... 125 124 
Georgia Rai'wav & Electric Company (preferred)..... 83 8414 
Interborough Metropo'itan Company (common)...... 20 19% 
Interborough Metropolitan Company (nrcferred)...... 6414 6534 
Tnternational Traction Co., Buffalo, 4% bonds, rets... 75 75 
Kansas City Railway & Light Company (common)... 20 18 
Kansas City Railway & Light Company (preferred).. 40 40 
Lake Shore Electric Railway (common)..........++.. 7 7 
Late Shore Electric Rai'way (1st preferred)......... 90 90 
Lake Shore Flectric Railway (2d preferred)......... 25% 25% 
Wan Hatta teeta Wavawis se oo end nese eehs tis selemiente ae a 131% 131 
Massachusetts Electric Companies (common).. 18 18% 
Massachusetts Electric Companies (preferred)........ 77 76% 
Milwaukee Electric Railwav & Light Co. (preferred).. 100 100 
Norfolk Railway & Lieht Company...............6.. 27 27 
North American Compamy.........0..-scseseceeeses 83 83 
Northern Ohio Liaznt & Tract’on Company (common)... 713% 7134 


Northern Ohio Light & Traction Company (preferred) .a105 105 
Philade'phia Company, Pittsburgh (commor)......... 50% 51 


Philadelphia Comnanv, Pittsburgh (preferred)........ 43% 44 
Philadelphia Rapid Transit Company..............-. 27% 255% 
Portland Railway. Light & Power Company.......... 66 6 
Public Semmes. Corporationsl: as bokiide cuter e sce caiten 11% 114 
Third Avenue Railwav, New York..........seeees2. 37% 391% 
Toledo Railway & Light Companv.............ese00. 5% 4% 
Twin City Rapid Trarsit Co., Minneapo'is (common). 10434 104 
Union Traction Company of Indiana (common)...... 6 

Union Traction Comnany of Indiana (1st preferred)... 80 80 
Union Traction Comnanv of Indiana (2d preferred)... 34 34 
United Rys. & Flectric Company (Baltimore)........ 25% 25% 
United Rys. Inv. Company (common)................ 38 36 
United Rvs. Inv. Company (preferred).............. 65 64 
Virginia Railway & Power Company (common)...... 52 52 
Virginia Railway & Power Company (preferred)..... 89% 91% 
Washiretun Ry. & Flectric Company (common)...... 87% 86 
Washington Ry. & Flectric Company (preferred).... 89% 8834 
West Fnd Street Ra‘lway, Boston (common)......... 814 #8114 
West End Street Railway, Boston (preferred)....... 6 98 
Westinghouse Elec. & Mfg. Company................ 80% 80% 
Westinghouse Elec. & Mfg. Company (1st preferred).. 122 122 


New J. G. White Companies 


The officers and directors of J. G. White & Company, 
Ine., New York, N. Y., having decided that the engineering- 
construction department and the operating department of 
the company could be conducted with greater efficiency 
and profit if separately incorporated, a meeting of the stock- 
holders of the company has been called for Dec. 10, I912, 
to vote on a plan to form two new corporations, one to be 
known as The J. G. White Engineering Corporation, to take 
over the engineering-construction department of J. G. 
White & Company, Inc., and the other to be known as The 
J. G. White Management Corporation, to take over The 
operating department of J. G. White & Company, Inc. 

The total authorized capital stock of The J. G. White 
Engineering Corporation is to be $2,000,000, of which 
$1,000,000 is to be common stock and $1,000,000 7 per cent 
cumulative preferred stock. All of the common stock will 
be issued to J. G. White & Company, Inc., in return for the 
good will, business, contracts, plant and similar assets of 
its engineering-construction department. It is proposed 
that J. G. White & Company, Inc., shall subscribe for $500,000 
of the preferred. stock at par, leaving $500,000 unissued for 
future requirements. Of the prefererd stock subscribed for 
by J. G. White & Company, Inc., $350,000 will be offered to 
its present stockholders at par, each stockholder having the 
right to take such preferred stock to the extent of 10 per 
cent of the par value of his present holding of preferred and 
common; the balance of the $500,000 subscribed for by J. 
G. White & Company, Inc., and not taken by its stockhold- 
ers, will be offered to directors of the new corporation or 
others. With the preferred stock thus issued, a bonus will 
be given of the common stock of J. G. White & Company, 
Inc., amounting at par to 10 per cent of the preferred stock 
subscribed for. Common stock of J. G. White & Company, 
Inc., to the extent of $150,000 will be donated and placed 
in the hands of a trustee, to be used as a bonus with the 
entire authorized issue of preferred stocks of the proposed 
engineering and management corporations. 

The authorized capital stock of The J. G. White Manage- 
ment Corporation is to be $1,000,000, of which $500,000 is 
to be common stock and $500,000 7 per cent cumulative pre- 
ferred stock. All of the common stock will be issued to 
J. G. White & Company, Inc., in return for the good will, 
business in hand, contracts, organization and equipment as 
a going concern of its management department, the man- 
agement corporation taking over all such business, con- 
tracts, etc. It is proposed that J. G. White & Company, 
Inc., shall subscribe for $350,000 of the preferred stock at 
par, leaving $150,000 unissued for future requirements. The 
$350,000 of preferred stock subscribed for by J. G. White & 
Company, Inc., will be offered to its present stockholders 
at par, each stockholder having the right to take such pre- 
ferred stock to the extent of 10 per cent of the par value of 
his present holdings of preferred and common stock. The 
balance of the $500,000 preferred stock authorized may be 
offered to directors of the new management corporation, or 
to others. With the preferred stock thus issued a bonus 
will be given of the common stock of J. G. White & Com- 


pany, Inc., amounting at par to 10 per cent of the preferred . 


stock subscribed for. 

The firm of J. G. White & Company was established in 
New York in 1890, after Mr. White had sold to the Edison 
United Manufacturing Company the Western Engineering 
Company of Nebraska, of which he had been president from 
the time of its formation in 1887. The business was first car- 
ried on under the firm name, and later as the White-Crosby 
Company, and still later as J. G. White & Company, a New 
York corporation. These finally led to the formation of 
J. G. White & Company, Inc., under a Connecticut charter 
in 1903. The aggregate cost of work under construction in 
the hands of the engineering-construction department dur- 
ing the year to date has been about $28,000,000. It covers 


the complete rehabilitation of several existing public service 
properties, the construction and equipment of two high- 
speed interurban electric railways, one of which-—the Oak- 
land, Antioch & Eastern Railroad—runs from Oakland 84 
miles into the Sacramento Valley, nz ing throuch a tunnel 
two-thirds of a mile long into gherd’s Canyon, The 
hydroelectric developments under construction have. 4n- 
(eluded the development of the Big Sandy, at the foot of 


ELECTRIC RAILWAY JOURNAL 


[Vor. XL, No. 20. 


Mount Hood in Oregon; the development of the Deerfield, 
an important tributary of the Connecticut River; the Savan- 
nah River development near Augusta, Ga.; the Broad River 
near Columbia, S. C., and the development of the Ocoee 
in the mountains of eastern Tennessee. In addition to 
these, there are also the San Joaquin development in Cali- 
fornia, and the development of the Beauharnois, a tributary 
of the St. Lawrence in Canada. The aggregate capacity of 
these water powers is approximately 250,000 hp. Besides 
the work just enumerated, appraisals and reports have been 
made during the past year upon properties aggregating in 
value more than $400,000,000. Some $3,500,000 worth of 
materials and supplies have been purchased by the purchas- 
ing department of J. G. White & Company, covering ship- 
ments to all parts of the United States, and to Manila, Cuba, 
Porto Rico, Australia, and to practically every Central and 
South American country. 

The management department of J. G. White & Company, 
Inc., was established some years ago to supervise the oper- 
ation of properties in which the company is interested. The 
company is now in charge of the operation of a number of 
important properties, including the electric railway and 
lighting properties at Manila, P. 1.; the electric railway, elec- 
tric light and hydroelectric properties of Augusta, Ga., and 
the electric railways, electric light and power and gas prop- 
erties of Helena, Mont. 

The department also acts as operating manager of the 
Associated Gas & Electric Company, controlling various 
electric light, gas and other properties in New York, Penn- 
sylvania and Ohio, and as consulting operating manager of 
the United Light & Railways Company, owning a number 
of important properties in the Middle West, including the 
Tri-City Railway & Light Company. 


Barre & Montpelier Traction Company, Montpelier, Vt.— 
It is stated that Charles H. Tenney & Company, Boston, 
Mass., propose to organize the Montpelier & Barre Light 
& Power Company to merge the Barre & Montpelier Trac- 
tion Company, the Vermont Power & Lighting Company 
and the Consolidated Lighting Company. The Montpelier 
& Barre Light & Power Company will probably have an 
authorized capital stock of $2,000,000, of which $1,600,000, 
it is stated, will be 6 per cent cumulative preferred stock. 

Bristol & Plainville Tramway, Bristol, Conn.—lIt is re- 
ported that negotiations are pending for the sale of the 
controlling interest in the Bristol & Plainville Tramway to 
New York interests. A majority of the $375,000 of stock 
of the company has been held in a pool which was renewed 
in August, 1911, for five years. 

Cedar Rapids & Marion City Railway, Cedar Rapids, Ia. 
The Cedar Rapids & Marion City Railway, which is now 
controlled by the United Light & Railways Company, Grand 
Rapids, Mich., has elected officers as follows: J. F. Porter, 
president; Richard Schaddelee, vice-president; H. V. Fer- 
guson, second vice-president and secretary, and C, M. Hurd, 
assistant treasurer. Mr. Ferguson, vice-president and secre-- 
tary of the Cedar Rapids & Marion City Railway, has beem 
retained as operating executive on the Cedar Rapids prop- 
CLE : 

Charleston-Isle of Pines Traction Company, Charleston, 
S. C.—James Sottile and his associates have concluded nego- 
tiations to take over the Seashore Division of the Charles- 
ton Consolidated Railway & Lighting Company between 
Mount Pleasant and the Isle of Pines, including all wharf 
property and ferryboats, together with the power house om 
Sullivan’s Island, and have organized the Charleston-Isle of 
Palms Traction Company, which has elected James Sottile 
president and W. W. Fuller general superintendent and chief 
engineer. Reference to these negotiations was made in the 
Execrric RarLway JouRNAL of Oct. 26, 1912, page 926. — 

Electric Investment Corporation, New York, N. Y.— 
The Electric Investment Corporation has been incorpo- | 
rated under the laws of Virginia to acquire, hold or deal 
in the securities or obligations of governments, municipali 
ties or corporations; to promote corporations, develo 
hydroelectric properties, etc. The total authorized 
stock of the company is $1,500,000, of which $500, 
per cent preferred stock. The officers of the cot 


~~ 


es 


NOVEMBER 23, 1912. | 


are: R. E, Breed, president of the American Gas & Electric 
Company; Anson W. Burchard, of the General Electric 
Company; E. P. Chalfant, president of the Springfield Rail- 
way & Light Company; George A. Galliver, president of the 
Central States Electric Corporation; Alfred Gregory, with 
Hawkins, Delafield & Longfellow; A. Keshishian, treasurer 
of the Electric Investment Corporation; W. L. McKee, vice- 
president of the Central States Electric Corporation; Oren 
Root, president of the Republic Railway & Light Company; 
Harrison Williams, member of the executive committee in 
a number of public utility companies. 


Ephrata & Lebanon Street Railway, Ephrata, Pa—The 
Ephrata & Lebanon Street Railway has filed for record at 
Lancaster a mortgage for $250,000 in favor of the Farmers’ 
Trust Company, of Cumberland County, to secure an issue 
of bonds, the proceeds of which will be used to complete 
the company’s line from Hopeland to Lebanon. The 
Ephrata-Hopeland section has been practically completed. 


Fort Dodge, Des Moines & Southern Railway, Boone, Ia. 
—The receivers of the Fort Dodge, Des Moines & Southern 
Railway sold at public auction on Nov. 14, 1912, about 
2000 acres of farm and pasture land in Boone County, Ia., 
by order of the United States Court for the Southern Dis- 
trict of lowa. These lands included large tracts purchased 
for coal rights near Boone and Ogden, Ia. The sale did 
not convey the mineral rights owned by the company, but 
merely included the transfer of ownership of the surface. 

Gary & Interurban Railway, Gary, Ind—The Gary & 
Interurban Railway has called for payment at 105 and 
interest on Dec. I, 1912, at the office of the Central Trust 
Company of Illinois, Chicago, Ill., twenty-three bonds 
issued under the mortgage dated June 1, 19009. 


Illinois Northern Utilities Company, Chicago, Ill.—AIll 
of the outstanding first mortgage 6 per cent gold bonds of 
the Oregon Power Company, dated July 1, 1909, have been 
called for payment at 102% and interest on Jan. 1, 1913, 
at the office of the Chicago Title & Trust Company, Chi- 
cago, Ill. 


Interborough Rapid Transit Company, New York, N. Y.— 
Kingdon J. Gould, Jay Gould, William A. Day and J. H. 
McClement have been elected directors of the Manhattan 
(Elevated) Railway to succeed J. F. Dillon, Dumont Clark, 
Donald Mackay, Eugene N. Foss and T. T. Eckert. 


Interurban Railway & Terminal Company, Cincinnati, 
Ohio.—At the annual meeting of the board of directors of 
the Interurban Railway & Terminal Company on Nov. 12, 
1912, Charles H. Davis and Lee H. Brooks retired from the 
offices of president and vice-president respectively, and the 
latter resigned as a director. Superintendent S. H. Tal- 
bott also retired as a director. It is understood that Mr. 
Brooks disposed of his holdings some time ago to George 
H. Worthington, Cleveland, Ohio. Mr. Worthington, James 
M. Hutton, Charles H. Davis, Albert. S. Maisch, Charles 
L. Harrison and Warren Bicknell were elected directors 
of the company. New officers were elected as follows: 


George H. Worthington, president; Warren Bicknell, vice- 


president; James M. Hutton, secretary and treasurer. 


Kingston, Portsmouth & Cataraqui Electric Railway, 
Kingston, Ont.—The Board of Works of Kingston is nego- 
tiating with the Kingston, Portsmouth & Cataraqui Electric 
Railway for the purchase of the property of the company. 
The company purchases power from the city electric light 


Sel ants 


New York, New Haven & Hartford Railroad, New Haven, 
Conn.—The New York, New Haven & Hartford Railroad 
has arranged to issue $40,000,000 of 5 per cent one-year 
notes through a syndicate headed by J. P. Morgan & Com- 
pany, New York, N. Y. The notes were offered for sub- 
scription on Nov. 21, 1912, by J. P. Morgan & Company, the 
First National Bank and the National City Bank at 90% 
and interest. Payments on subscriptions to the notes will 


- be accepted at any time from’ Dec. 2 to Dec. 16. The bank- 


ers will accept the 4 per cent notes of the New York, New 
Haven & Hartford Railroad maturing Jan. 15, 1912, at par 
and interest in payment of allotments of the new notes. On 
Nov. 20 Charles S. Mellen, president of the New York, New 


Haven & Hartford Railroad, told a special legislative com- 


mittee at Boston that he would prefer that the State build 
Cae Brahe electric railways west of the Connecticut 


a 
eae . 


ELECTRIC RAILWAY JOURNAL 


1085 


River. He referred to the fact that the company consented 
last year to finance electric railway construction in Western 
Massachusetts under certain conditions, but that the bill to 
this end, which was passed by the Legislature, had been 
vetoed by Governor Foss. 


Northern Ohio Traction & Light Company, Akron, Ohio. 
—It is reported in Cleveland that plans are being consid- 
ered for merging the Northern Ohio Traction & Light Com- 
pany, the Lake Shore Electric Railway and the Cleveland, 
Painesville & Eastern Railroad. The name of the Cleve- 
land, Southwestern & Columbus Railway has also been 
mentioned in the reports. It is said that engineers repre- 
senting H. L. Doherty & Company, New York, N. Y., and 
others representing Pittsburgh capital have reported on the 
properties. 

Ohio Traction Company, Cincinnati, Ohio.—The Ohio 
Traction Company has applied to the Public Service Com- 
mission of Ohio a second time for permission to issue $750,000 
of preferred stock to reimburse itself for expenditures from 
its income for extensions and improvements. The previous 
application of the company to the commission for a similar 
purpose was denied, as noted in the ELecrric Rat~way Jour- 
NAU of Oct. 5, 1912. 


St. Louis Belt, Illinois & Eastern Traction Company, St. 
Louis, Mo.—The St. Louis Belt, Illinois & Eastern Traction 
Company has been incorporated by J. D. Housemen and his 
associates to take over the St. Louis County Belt Railroad 
and the East Alton, Wood River & Bunker Hill Railroad, 
proposed roads. The authorized capital stock of the com- 
pany is $600,000. 

Sandusky, Norwalk & Mansfield Electric Railway, Nor- 
walk, Ohio.—C. G. Taylor, superintendent of the Cleve- 
land, Southwestern & Columbus Railway, Norwalk, Ohio, 
has been appointed receiver of the Sandusky, Norwalk & 
Mansfield Electric Railway by the United States District 
Court for the Northern District of Ohio. Mr. Taylor 
succeeds Wilber Hoyt, C. B. Brooks and George B. Dusin- 
berre, who have been receivers of the property since Jan. 
4, 1912. During the previous receivership Mr. Taylor oper- 
ated the property for the receivers. Mr. Taylor took charge 
of the property of the company on Nov. 16, 1912, as receiver 
and operator. 


San José (Cal.) Terminal Railway.—The San José Ter- 
minal Railway has been granted permission by the Railroad 
Commission of California to issue $400,000 of bonds the 
proceeds of which are to be used. to construct an electric 
railway between San José and Alviso and to establish a 
boat service between Alviso and San Francisco. The com- 
pany has since filed an amended petition with the commis- 
sion for permission to issue $200,000 of additional bonds for 
construction purposes. 


Twenty-third Street Railway, New York, N. Y.—The Pub- 
lic Service Commission for the First District of New York 
has received an application from the Twenty-third Street 
Railway for the approval of a bond issue of $1,500,000 and 
a mortgage covering all of the company’s property in that 
amount. The proceeds of the proposed bond issue are 
to be used to settle litigation involving expenditures made 
on the property of the company by the Metropolitan Street 
Railway, which for many years operated the Twenty-third 
Street Railway under lease. The Metropolitan Street Rail- 
way claimed that it expended $2,204,029 in electrification 
and in other improvements. For this amount the prin- 
cipal officers of the Twenty-third Street Railway in 1907 
gave a promissory note to the Mercantile Trust Company. 
The trust company still Holds this note under an agree- 
ment between it and the Interborough-Metropolitan Com- 
pany. In the proceedings following the bankruptcy of 
the Metropolitan Street Railway, the Twenty-third Street 
Railway brought suit against the holders of the note, alleg- 
ing that it was not properly authorized and that the amount 
was in excess of the actual expenditures made by the 
Metropolitan Street Railway on the Twenty-third Street 
Railway’s property. The parties to this suit have now 
agreed to settle for $1,500,000 in bonds of the Twenty-third 
Street Railway, provided the Public Service Commission 
will authorize the issue. The commission is holding hearings 
on the application, 


United Railroads, San Francisco, Cal.—The United Rail- 
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roads of San Francisco has applied to the Railroad Com- 
mission of California for permission to issue $2,350,000 of 
6 per cent collateral serial notes, which have been sold, 
subject to the approval of the commission, to E. H. Rollins 
& Sons, Boston, Mass. The proceeds of this issue of 
notes, together with money now in the sinking fund, are to 
be used to retire the $3,000,000 of first mortgage 6 per cent 
bonds of the Market Street Cable Railway and $350,000 of 
first mortgage 6 per cent bonds of the Park & Cliff House 
Railway due on Jan. 1, 1913. To secure the notes there 
will be pledged $2,150,000 of first consolidated 5 per cent 
bonds of the Market Street Railway due in 1924 and $970,- 
ooo of first mortgage 5 per cent bonds of the San Francisco 
Electric Railway due in 1932. 

Washington (D. C.) Utilities Company.—A meeting of 
the stockholders of the Washington Utilities Company is 
to be held at Alexandria, Va. on Nov. 25, 1912, for the 
purpose of voting on a joint agreement entered into between 
the directors of the company and the directors of the 
Washington-Virginia Railway for the exchange of the stock 
of the former company for the stock of the latter. The 
stockholders of the Washington-Virginia Railway will 
meet at the same time to vote on the merger. As noted 
in the Exectric RAILway Journat of Nov. 16, 1912, the 
stockholders of the Maryland-Virginia Company on Noy. 
6, 1912, voted to change the name of the company to the 
Washington Utilities Company and to increase the author- 
ized capital stock of the company from $30,000,000 to $50,- 
000,000. 


Dividends Declared. 


American Railways, Philadelphia, Pa., quarterly, 1% per 
cent. 

Citizens’ Traction Company, Pittsburgh, Pa., $1.50. 

Columbus (Ohio) Railway, quarterly, 114 per cent. 

Northern Ohio Traction & Light Company, Akron, Ohio, 
quarterly, I per cent, common. 

St. Joseph, Railway, Light, Heat & Power Company, St. 
Joseph, Mo., quarterly, one-half of 1 per cent. 

Tennessee Railway, Light & Power Company, Nashville, 
Tenn., quarterly, 1% per cent, preferred. 

Washington Railway & Electric Company, Washington, 
D. C., quarterly, 1%4 per cent, preferred; quarterly, I per 
cent, common. 


‘ 


ELECTRIC RAILWAY MONTHLY EARNINGS 


CHATTANOOGA RAILWAY & LIGHT COMPANY. 


Gross Operating Net Fixed Net 
Period. Earnings. Expenses. Earnings. Charges. Surplus 
ims, sSépt., 712 $94,808  *$56,265 $38,543 $22,596 $15,947 
ae ie “ih 83,116 *48,959 34,157 20,134 14,023 
oe wf "42 782,346 *465,562 316,784 196,789 119,995 
9“ “e 7a 697,236 *406,756 290,480 177,933 112,547 


COMMONWEALTH POWER, RAILWAY & LIGHT COMPANY, 
GRAND RAPIDS, MICH. 


Im., Sept. ’12 $548,102 *$316,787 $231,315 $129,881 $102,434 
SS ee POS Y 475,287 | *268.556 204.731 108,383 _-96,348 
9“  “ 712 4,581,910 *2,678,816 1,903,094 1,117,240 785,854 
9 li 3,980,458 *2,304,382 1,676,076 "939.770 736,306 
EAST ST. LOUIS & SUBURBAN COMPANY. 
Im., Sept., 712 $217,962 *$116.894 $101,068 $48,555 $52,513 
Poe ceenarid 197,030 | *111,442 "85.588 46,377. «39,211 
Oe ete M2 4,773,138 *1,000,9770" 772 1588") 433,677 amamaael 
9 111,677,850 959,131 781,719 «410,135 + —-308,584 
GRAND RAPIDS (MICH.) RAILWAY, 

Im., Sept., 712 $109,592 *$58,449 $51,143 14,753 36,390 
eee nett 107'168 ¥55"407 *st'on1is'007 ae 66s 
ons 12 924,265 517,026 407,239 131,794 275,445 
9 11 872,874 *492,785 380,089 135,361 344,728 
PORTLAND RAILWAY, LIGHT & POWER COMPANY, PORTLAND 
Im, Sept, 712 $272,822 $269,565 $148,320 $121,245 
- eater 255,989 127.604 128,385 
Bee 32 2,440,483 1,308,532 1,131,951 
3,399,192 11191544 1,279,648 


ST. JOSEPH RAILWA ¥, LIGHT, HEAT & POWER COMPANY, ST. 


4. 

mh Sept., a2 287 O 8. $39,004 $19,710 $19,294 
ye * "a4 x 19 eh ; 30,701 19,381 11,320 
a5 a sig 4,225 -*50, 363,635 177,009 186,626 
5 510 301,571 173,475 128,096 
UNION RAILWAY, GAS & ELECTRIC [OMPANY, ROCKFORD) ILL 
; - " , = ’ 4 
Im. _Sept., "12 *$) $147,857 $91,562 156,355 

seas 11 , 140,513, 9 116,690 64,34 
PPR tq gay 208820 1127167") 686,971 anos 
- *Includes taxes. ; feat bees 8 ; 
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Traffic and Transportation 


New York Commission Upheld in Bridge Fare Case 


The Appellate Division of the Supreme Court of New 
York, First Department, in a decision handed down on 
Nov. 15 upholds the order of the Public Service Commis- 
sion for the First District directing the Bridge Operating 
Company to reduce the local car fares over the Williams- 
burg Bridge from 3 cents to 2 cents for one-way trips, or 
from two tickets for 5 cents to three tickets for 5 cents. 
The judges of the Appellate Division were unanimous in 
their decision, which dismissed the writ of certiorari ob- 
tained by the company for a review of the commission’s 
action, Unless further appeal is taken the decision will re- 
sult in a reduction of from $80,000 to $90,000 a year in the 
revenue of the company. 

The order of the commission directing a reduction in 
fares was issued on April 11, 1912, after a hearing con- 
ducted by Commissioner Milo R. Maltbie. Testimony at 
the hearing showed that the receipts for the year ended 
June 30, 1911, were $252,387 and that the total deductions 
from this revenue, including operating expenses, taxes and 
rentals, were $140,199, leaving a surplus of $112,087. The 
company claimed that further deductions for depreciation 
and amortization, aggregating $6,400, should be made. As 
the company’s fixed capital on the basis of cost amounts 
to $100,734, although the present value of the property was 
estimated by the commission at only $45,400, the commis- 
sion held that the net income was equivalent to a profit 
“of more than 100 per cent annually, or more than 200 per 
cent upon the basis of present value of property in service.” 

The Bridge Operating Company was formed in 1904 by 
the New York City Railway and the Brooklyn Rapid Tran- 
sit Company, each of which took one-half of the $100,000 
of capital stock. In the same year the city, through the 
bridge commissioner, made an agreement with the new com- 
pany for the operation of local cars over the Williamsburg 
Bridge for a period of ten years and authorized the com- 
pany to charge 3 cents for a single fare or 5 cents for two 
fares. At the hearing the company challenged the jurisdic- 
tion of the commission on the ground that a reduction of 
this rate would violate provisions of the State and federal 
constitutions in regard to contracts. The commission held 
this contention unsound, as the right to operate over the 
bridge under the terms of the grant was not a contract, but 
merely a license, and the Legislature had conferred upon 
the commission the right to regulate rates and fares. The 
company also contended that the operation of their regular 
cars by allied companies over the bridge was conducted at a 
loss and that the profits of the Bridge Operating Company 
should be regarded as an offset to these losses. This con- 
tention and evidence in support of it the commission ruled 
out, and the Appellate Division upholds it in so doing. 
The court did not attempt to define the rate which the 
company should be permitted to make. It said: | 

“The Bridge Operating Company upon its own showing 
has been making, at the old rates, an unreasonably large 
profit, and at the reduced rates will undoubtedly make a 
much larger profit on its investment than is realized by 
the average investor.” 

The total number of revenue passengers carried by the 7 
Bridge Operating Company is between 0,000,000 and = 
10,000,000 a year, and the average fare per passenger during 
the year ended June 30, 1911, was 2.53 cents. The fact that — 
the commission found the present value of the property to 
be less than half of the original cost is accounted for by 
the fact that the company originally built certain track, — 
roadway and terminal property which is no longer used. 


Meeting of Divisional Safety Boards of the Union Traction 
Company of Indiana ie 2 


Seventy-two employees of the Union Traction C 
of Indiana attended a banquet at the Grand Hote 
son, Ind., on the evening of Nov. 15. The occasic 
first general meeting for social purposes of the sev 
sional safety boards of the system. H. A. Ni 
manager of the company, who is chairman o: 
presided as toastmaster. Mr. Nicholl called 
Brady, president of the company. Mr. ° 
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address. He praised the members of the safety board upon 
the success thus far attained in eliminating accidents and 
declared that he was confident the good work of the board 
would continue, to the benefit of the public and the com- 
pany. Mr. Nicholl also called upon J. A. Van Osdel, gen- 
eral attorney; F. D. Norviel, general passenger and freight 
agent; Ross Lewellyn, Marion, a member of the safety board 
of that city; F. J. Vestal, Anderson; C. A. Prentice, Muncie; 
Charles Minnick, Tipton; F. A. Morris, Indianapolis; R. H. 
Hemming, superintendent of power; G. A. Baldwin, super: 
intendent of transportation; E. E. Slick, claim adjuster, and 
C. H. Allen, real estate and tax agent. Mr. Nicholl took as 
the subject of his remarks “Safety First.” He referred to 
the many precautions taken by the company to insure the 
safety of its patrons and offered some practical suggestions. 


Smoking Prohibited on Prepayment Cars in Milwaukee. 
—The Milwaukee Electric Railway & Light Company is- 
sued an order effective on Nov. 15, 1912, prohibiting smok- 
ing on all of its prepayment cars. 


Accident on the Utica & Mohawk Valley Railway.—Two 
persons were killed and several others were seriously in- 
jured in a rear-end collision on Novy. 16, 1912, between the 
theater car of the Utica & Mohawk Valley Railway, Utica, 
N. Y., and a regular car which was stalled at Frankfort, 
9 miles east of Utica. 


Suburban Cars in Providence Operated by Local Provi- 
dence Men.—The cars of the electric railways which are 
operated into Providence, R. I., from Attleboro, North 
Attleboro, Pawtucket and Plainville are now manned at 
the city line of Providence by the employees of the Rhode 
Island Company and operated by them in Providence. 


Limited Service Between Syracuse and Auburn.—The 
Auburn & Syracuse Electric Railroad, Syracuse, N. Y., has 
established a service of eight limited trains daily, except 
Saturday and Sunday, between Syracuse and Auburn, three 
trains eastbound and five westbound. On Saturdays and 
Sundays there is a thirty-minute service. The running 
time of the limiteds between the cities is one hour and ten 
minutes. 


Convenient Schedule Card for Toledo Patrons.—The To- 
ledo Railways & Light Company, Toledo, Ohio has pub- 
lished on a card 6% in. high by 3 in. wide the schedule of 
its owl cars and the schedule of the first car in the morn- 
ing over the various lines both on weekdays and Sunday. 
The schedule of the owl cars occupies one side of the card, 
while the other side is given over entirely to the schedule 
of the first cars. 


New Form of Ticket in La Salle and Niagara Falls.— 


The Public Service Commission of the Second District of 
New York has ordered the International Railway, Buffalo, 
N. Y., to discontinue on or before Dec. 15 the so-called 
commutation ticket now used by it in the village of La 
Salle and in Niagara Falls, and issue and place on sale a 
ticket of a different form agreed to between the commis- 
sion and representatives of the company. The tickets are 
to be sold in books of twenty for $1. 

Railroad Manager Wanted.—Applications are invited for 
the position of general manager of the New Zealand Gov- 
ernment Railways. The salary is $15,000 a year, and the 
term of appointment five years. Further particulars and 
forms of application may be obtained from the High Com- 
missioner for New Zealand, 13 Victoria Street, London, 
S. W., England. The New Zealand Government Railway 
system includes 2750 miles. The revenue in 1910 was $15,- 
816,000 and the expenditures $10,550,000, the goods carried 
5,490,000 tons, the passengers numbering 11,141,000. 

Owl Car Service in Los Angeles—Thomas Foulkes, 
president of the Board of Utility Commissioners of Los 
Angeles, Cal,, discussed recently with the officers of the 
Pacific Electric Railway and the Los Angeles Railway 
Corporation the question of increasing the owl car service 
in Los Angeles. The companies are willing to increase the 


service if there is a real demand for additional night cars, 
and an inquiry will be conducted to determine this ques- 


” 


ee 


tion. Mr. Foulkes said at the conclusion of the conference: 

“We discussed possible schedules and the switching of cars, 

‘but we did not reach any decision in the matter. We will 
ve the subject immediate attention,” 

Pee 
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Passes Discontinued in Portland, Ore.—The Portland 
Railway, Light & Power Company, Portland, Ore., has can- 
celed all passes held by persons other than employees of the 
company in accordance with the provisions of the Malarkey 
bill. B.S. Josselyn, president of the company, is reported 
to have said in explanation of a letter calling upon the hold- 
ers of passes to return the transportation for cancellation: 
“It has been a practice for railroads to issue right-of-way 
passes, but under the new regulations such passes are in 
violation of the law. As for police and firemen on duty, 
the’ company attorneys are now making an investigation. 
Passes have not been issued to them, but they have been 
carried on their credentials.” 

Ordinance Fixing School Stops in Toledo.—An ordinance 
has been introduced in the City Council of Toledo, Ohio, 
providing that cars shall come to a full stop before passing 
school buildings and that the car gongs shall be sounded 
while passing such structures between 7:30 a.m. and 4 p.m. 
Three of the members of the committee on rules dissented 
because they believed that the ordinance should require 
cars to stop only during the hours that the children are 
going to and from school. F. R. Coates, president of the 
Toledo Railways & Light Company, sent a letter to the 
committee in which he stated that there was no necessity 
for such an ordinance, but that if one was passed cars 
should be required to stop only at certain hours. 


Move Forward, Please.—The British Columbia Electric 
Railway, Vancouver, B. C., has printed on the back of all 
transfers the following: “In order to provide for the com- 
fort and convenience of passengers, especially during the 
‘rush hours’ of traffic, persons boarding cars are requested 
to move forward at once as far as possible to the front 
of the car. The provision of a front exit and a push but- 
ton for giving ‘stop’ notice to the conductor gives the same 
accommodation at the front as at the rear of the car. Ob- 


_servance of this request to move forward will assist ma- 


terially in preventing congestion and crowding at the rear 
entrance of the car and greatly aid the company in pro- 
viding for the accommodation of the public at the rush 
hours, during which congestion of traffic occurs in every 
large city on the continent.” 


New Ordinance to Govern Operation in Tacoma.—T. L. 
Stiles, city attorney of Tacoma, Wash., has redrawn the 
ordinance to regulate the operation of street cars in Ta- 
coma in accordance with suggestions which he made re- 
cently as being likely to be sustained by the courts as 
not being too onerous. He recommended that the city re- 
tain an inspector to report to the city monthly in what 
particulars the Tacoma Railway & Power Company is 
not living up to its franchise requirements. He also rec- 
ommended that the carrying capacity of each car should 
be fixed at its seating capacity plus 60 per cent. In cars 
with longitudinal seats the seating capacity is to be figured 
on the basis of 16 in. for each person. He would require 
the company to post in each car the carrying capacity of 
the vehicle, both standing and seated, and to file copies 
of its schedules with the city clerk. Mr. Stiles holds that 
the transfer privileges of the patrons of the company are 
definitely fixed by the franchise of the company and that 
any changes or modifications of the transfer stipulations 
must be made voluntarily by the company. 

Mayor of Trenton Thanked for His Summary of Street 
Railway Conditions.—Rankin Johnson, vice-president of the 
Trenton & Mercer County Traction Corporation, Trenton, 
N. J., has addressed a letter in part as follows to Mayor Fred- 
erick W. Donnelly of Trenton, thanking him for a review 
of street railway problems in Trenton which the Mayor 
contributed to the Trenton True American: “I want to 
express the appreciation of this company for the statements 
made by you because they represent a distinct advance in 
the relations between governmental authorities and public 
utility companies. This company has every desire to do all 
in its power to promote the development of Trenton, and it 
would-appear to me that this cause can be best served by a 
frank, good-natured discussion of such questions as may 
arise. We recognize that all of our tracks and pavements 
have not yet been brought up to our desired standards. We 
believe, however, that we have accomplished very much in 
that way and that more than is generally realized needed to 
be done. We are glad of the opportunity which has been 
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given us to explain and discuss the principles and rules of 
our transfer system before the board of commissioners at 
a public hearing.” 


Folder of New Missouri Line-—The Kansas City, Clay 
County & St. Joseph Railway, Kansas City, Mo., has issued 
its first folder. There are sixteen pages of information con- 
cerning the advantages of the new road, including its con- 
nections, territory traversed and the special construction 
features embodied in the car design for the convenience of 
the public. An anouncement as to the time of commencing 
operation and the service to be rendered over the divisions 
to Excelsior Springs and St. Joseph respectively also is 
made at this time. Special attention is called to the benefits 
derived from electric railways elsewhere in the United 
States and to the fact that the electric roads are receiving 
more than their share of passenger traffic, on account of the 
advantages which they offer. The route and territory 
which are served by the company are described, the ,ad- 
vantages of each city and village being covered briefly. 
There are a number of halftone engravings of scenes along 
the line. A general idea is given of the roadbed and car 
construction. The inside of the back cover contains a map 
of the route showing how much shorter it is than the steam 
roads between Kansas City and St. Joseph and Kansas City 
and Excelsior Springs, 


New York Commission Asked to Pass Upon Switching 
Charge.—Alleged excessive rates of the Eastern New York 
Railroad, Ballston Spa, N. Y., have been complained of to 
the Public Service Commission of the Second District of 
New York by the Pioneer Paper Company, Ballston Spa. 
The Eastern New York Railroad operates an electric rail- 
way between Ballston and Middle Grove passing the com- 
plainant’s paper mill. Freight cars reaching the former 
point on the Delaware & Hudson Railroad are taken over 
the electric railway by an engine and placed at various 
paper mills along the road. It is claimed that the Pioneer 
Paper Mills, which formerly operated the mill now owned 
by the complainant, were forced into bankruptcy in 1907 
because the Eastern New York Railroad exacted a rate of 
45 cents per ton for switching. The complainant states 
that in 1910 it was assured by the president of the Eastern 
New York Railroad that if operations were resumed at the 
mill the switching rate would be reduced from 45 cents to 
35 cents per ton. Relying on this assurance, the mill was 
purchased by the present owners for approximately $80,000 
and 35 cents per-ton was tendered to the electric railway, 
which refused to accept that rate. The complainant asks 
that the commission issue an order directing the railroad 
to charge not more than 35 cents per ton for this service. 


Informal Conference in Regard to Service in Rochester.— 
At the conclusion of an informal conference in Rochester, 
N. Y., recently between Chairman Frank W. Stevens of 
the Public Service Commission of the Second District, Ed- 
ward J. Cook, vice-president and general manager of the 
New York State Railways, Rochester Lines, and Mayor 
Hiram H. Edgerton of Rochester, in regard to the request 
filed with the commission by the Mayor, asking the com- 
mission to investigate the service of the New York State 
Railways, Mr. Stevens is reported to have said: “Remem- 
ber, we can only relieve. We cannot cure. If there are 
2000 people, for instance, to be moved in an hour from a 
given point and the commission orders that forty cars car- 


rying fifty passengers each be run to meet the conditions 
there will still be crowding—great crowding on some cars, 
comparative comfort on others and waste room on others— 
because the people will not wait two, three or more minutes 
for a later car and comfort when they see a crowded car 
available. in Albany, for instance, where the commission 


ordered cars in a definite number sufficient to carry all of 
the people who désired to ride within a given time in the 


rush hours, we afterward found the cars running in bunches 


of three, the first crowded with straphangers, the second 
comfortably filled and the last half -mpty, and that, too, on 
a line where the cars were under two-minute headway. If 
the ale us had the privilege of standing denied to them, 


there would have been more complaint, although there were 
really cars enough to provide seats for alf.” The letter of 
the Mayor to the commission was published practically in 
ag the Execrric Ratway Jotrnat of Nov: 9, 1912, page 
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Personal Mention 


Mr, Eugene Creed has been appointed new-business man- 
ager of the Kentucky Traction & Terminal Company, Lex- 
ington, Ky. 

Mr. Donald Malcolm McIntyre, Kingston, Ont., has been 
appointed chairman of the Ontario Railway & Municipal 
Board to succeed Mr. Leitch. 

Mr. George H. Worthington, Cleveland, Ohio, has been 
elected president of the Interurban Railway & Terminal 
Company, Cincinnati, Ohio, to succeed Mr. Charles H. 
Davis, resigned. 

Mr. F. M. Mayer, of the auditing department of Tucker, 
Anthony & Company, has been appointed general auditor 
of the Kansas City, Clay County & St. Joseph Railway, 
Kansas City, Mo. 

Mr. W. A. Hitchcock has resigned as roadmaster of the 
Chicago, South Bend & Northern Indiana Railway, South 
Bend, Ind., to become connected with A. L. Drum & Com- 
pany, Chicago, III. 

Mr. J. B. Gray, formerly associate editor of Electric Trac- 
tion, has been appointed chief clerk to Mr. J. R. Harrigan, 
general manager of the Kansas City, Clay County & St. 
Joseph Railway, Kansas City, Mo. 

Mr. J. A. Weimer, who resigned recently as superintend- 
ent of the Inter Urban Railway, Des Moines, Ia., has been 
appointed trainmaster of the Kansas City, Clay County & 
St. Joseph Railway, Kansas City, Mo. 

Mr. H. N. Latey, formerly of the engineering department 
of the Interborough Rapid Transit Company, New York, 
N. Y., and recently of the firm of Latey & Slater, engineers, 
New York, has become connected with the railway depart- 
ment of the General Electric Company. 


Mr. J. N. Spellman, formerly general manager and pur- 
chasing agent of the Indianapolis, Crawfordsville & Dan- 
ville Electric Railway, Crawfordsville, Ind. has been ap- 
pointed master mechanic of the Kansas City, Clay County 
& St. Joseph Railway, Kansas City, Mo. 

Mr. F. R. Slater, recently of the firm of Latey & Slater, 
engineers, New York, has become general superintendent 
of the Texas Power & Light Company with headquarters 
at Dallas, Tex. Mr. Slater was formerly a member of the 
engineering department of the Interborough Rapid Tran- 
sit Company, New York, N. Y. 


Mr. Warren Bicknell, Cleveland, Ohio, has been elected 
vice-president of the Interurban Railway & Terminal Com- 
pany, Cincinnati, Ohio, to succeed Mr, Lee H. Brooks, re- 
signed. Mr. Bicknell is well known in electric railway and 
in engineering circles. Besides other offices which he holds 
he is president of the Havana (Cuba) Electric Railway and 
president of the Springfield & Xenia Rabwar: Springfield, 
Ohio. 


Mr. I. L. Oppenheimer, who has bees general manager 
and purchasing agent of the Kentucky Traction & Terminal 
Company, Lexington, Ky., has been elected president of the 
Ohio River Electric Railway & Power Company, Pomeroy, — 
Ohio, effective Dec. 1, 1912. Mr. Oppenheimer entered 
electric railway work in 1899, and was formerly connected 
with the Ohio River Electric Railway & Power Company. 
A portrait and a biography of Mr. Oppenheimer were pub- 
lished in the ELecrric RAILWAY JOURNAL of July I0, 1909. 


Mr. C. G. Taylor, superintendent of the Cleveland, South- 
western & Columbus Railway, Norwalk, Ohio, has been 
appointed receiver of the Sandusky, Norwalk & Mansfield 
Electric Railway by the United States District Court for 
the Northern District of Ohio. Mr. Taylor succeeds Mr. 
Wilber Hoyt, Mr. C. B. Brooks and Mr. G. B. Dusinberre, 
who have been receivers of the property since Jan. 4, I912. 


During the previous receivership Mr. Taylor operated the 


property for the receivers. Mr. Taylor took charge of the — 
property on Noy. 16, 1912, as receiver and operator. fo 
Mr. Joseph K. Choate, who recently resigned as gener: 
sap of the Otsego & Herkimer Railroad, Hartwick, 
Y., as mentioned in the ELecrric RarLwAy JOURNAL for 
a 19, 1912, was tendered a complimentary dinner at_ Rec- 
tor’s Hotel, New York, on the evening of Nov. 2t. 


in attendance numbered about forty and included r 
' (Ae: 
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men from central New York and other states. Mr. Choate 
was the recipient of many compliments for his ability as a 
railway manager and for his work in connection with the 
New York Electric Railway Association. 


Mr. Ralph R. Upton, who has been in charge of the edu- 
cational campaign in the schools of Seattle, Wash., bearing 
upon problems of safety and the uses of the streets by 
school children, started by the Seattle Electric Company 
three years ago, has been transferred by Stone & Webster 
to their Texas properties for similar work. While he was 
in Seattle Mr. Upton spoke in seventy schools and to an 
aggregate attendance of 26,510 pupils. His addresses cov- 
ered all of the high and graded schools of Seattle and a 
majority of the parochial schools. He expects to return to 
Seattle at the end of a two months’ service in Texas. 


Mr, James A. Stiles has resigned as a director of the 
Gardner, Westminster & Fitchburg Street Railroad, Gard- 
ner, Mass., and the Templeton (Mass.) Street Railway 
after being connected for more than eighteen years with 
street railway development in the territory served by the 
companies. Mr. Stiles was one of the organizers of the 
Gardner Electric Street Railway and was secretary, treas- 
urer, director and general counsel of the Gardner, West- 
minster & Fitchburg Street Railroad, which was organized 
in 1898. He will in the future devote himself entirely to 
the interests of the law firm in Gardner of which he is a 
member. 


Mr. W. L. Weston has been appointed manager of the 
Paducah Traction Company and the Paducah Light & 
Power Company, Paducah, Ky., to succeed Mr. Harry B. 
Sewall, whose appointment as general superintendent of 
the Galveston (Tex.) Electric Company was referred to in 
the Etectric RAILWAY JouRNAL of Nov. 16, 1912. Mr. Weston 
entered public service work in 1906 as purchasing agent 
of the Northern Texas Traction Company, Fort Worth, 
Tex. In 10908 he was appointed assistant to the general 
superintendent of that company and continued in that 
capacity until 1910, when he became general manager of 
the Tampa & Sulphur Springs Railway. Mr. Weston re- 
mained with the last-named company until Aug. 1, 1912, 
when he was appointed acting manager of the companies 
at Paducah. 


Mr. W. T. Maddox has resigned as superintendent of the 
Southern Division of the Pacific Electric Railway, Los An- 
geles, Cal., to become assistant general manager of the 
Utah Light & Railway Company, Salt Lake City, Utah, to 
succeed R. E. Hunt, deceased. Mr. Maddox entered the 
employ of the Pacific Electric Railway in 1902 as a train 
dispatcher. Subsequently he served as trainmaster, assist- 
ant superintendent and freight and passenger agent of the 
Los Angeles & Redondo Railway, included in the system 
of the Pacific Electric Railway. Before becoming con- 
nected with the Pacific Electric Railway Mr. Maddox was 
employed by the Missouri, Kansas & Texas Railroad and 
the Missouri Pacific Railroad for nineteen years as oper- 
ator, agent, clerk to the superintendent, train dispatcher 
and chief train dispatcher. 

Mr. Oren Root, who was general manager for the re- 
ceivers of the Metropolitan Street Railway, New York, N. 
Y., and severed his connection with that system Dec, 31, 
1911, has become associated with Mr. Harrison Williams at 
60 Broadway, New York, in the purchase, financing and 
operation of public utility properties. The Williams Syndi- 
* cate controls a number of electric railways in eastern Ohio 
and western Pennsylvania through the Republic Railway 
& Light Company and others in Washington, Arizona, Colo- 
rado and other Western States through the Federal Light 
& Traction Company. It has also been prominent in electric 
lighting and power enterprises through the organization of 
the American Gas & Electric Company and in the control 
of the Cleveland Electric Illuminating Company and other 
properties. Mr. Root was elected this week president of 
the Republic Railway & Light Company, in place of Mr. 
James Parmelee, resigned. This connection will not mean 
that he will take charge of the active work of operation of 
the Ohio properties. This will be conducted from Youngs- 
town, while Mr. Root’s headquarters will remain in New 
York. Mr. L. H. Palmer, who recently resigned as superin- 
tendent of transportation New York Railways, as mentioned 
in this paper, has become associated with Mr. Root. 
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Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 
An asterisk (*) indicates a project not previously re- 
ported. 
RECENT INCORPORATIONS 


*Consolidated Electric Company, Tulsa, Okla.—Incorpo- 
rated in Oklahoma to build an interurban railway from 
Tulsa to Sapulpa, a distance of 15 miles. This company 
will take over the property of the Union Traction Company 
at Tulsa. 

*Imperial Traction Company, Hamilton, Ont.—Applica- 
tion for a charter has been made by this company in On- 
tario to build an electric railway from Toronto.to Hamilton 
and from Smithville to Bridgeburg. Harding & Owens, 
solicitors. 

*Cambria Central Railway, Philadelphia, Pa—Incorpor- 
ated in Pennsylvania to build an electric railway from 
Waltzvale to Frugality. Capital stock, $80,000. 

*Texas City (Tex.) Street Railway.—Incorporated in 
Texas to build an electric railway in Texas City. Capital 
stock, $60,000. Incorporators: H. B. Moore, J. R. Goodson 
and F. N. Danforth, all of Texas City. 


*Pacific Coast Light, Power & Railway Company, Seattle, 
Wash.—Incorporated in Washington by this company to 
build an electric railway in Seattle. Capital stock, $500,000. 
Incorporators: Albert M. Robinson, I. N. Robinson, K. E. 
Robinson, D. L. Chipman and F. E. Brightman. 


FRANCHISES 


Argenta, Ark.—The Argenta Railway has asked the Coun- 
cil for a franchise to extend its Washington Avenue line 
from the present terminus to the new Rock Island depot 
in Argenta. 


Los Angeles, Cal—The Pacific Electric Railway has 
asked the Council for a franchise to double-track its San 
Pedro line, formerly known as the California Pacific Rail- 
way. 

Santa Ana, Cal.—The Pacific Electric Railway has asked 
the Board of Supervisors for a fifty-year franchise to build 
a branch between Santa Ana and Orange. 


Stockton, Cal—The Stockton Electric Railway has asked 
the Council for a franchise to extend its lines out Poplar 
Street from its present terminus north to a point near 
Rose Street, in Stockton. a 

South Jacksonville, Fla—The Florida Interurban Rail- 
way & Tunnel Company, Jacksonville, has received a fran- 
chise from the Council’in South Jacksonville. This com- 
pany proposes to build a tunnel under the St. John’s River 
to Jacksonville, and construct electric railways in South 
Jacksonville and out to Pablo Beach and St. Augustine. 
M. W. Bates, Jacksonville, president. [E. R. J., Nov. 9, ’12.] 

Boise, Idaho.—The Idaho Traction Company has re- 
ceived a franchise to extend its lines over certain streets in 
Boise. 

*St, Francois Xavier, Man.—The Municipal Council of 
St. Francois Xavier has been asked to consider plans for 
the construction of an electric railway in St. Francois 
Xavier and to extend to Winnipeg and Portage. 

Lawrence, Mass.—The Bay State Street Railway has 
asked the City Council for a franchise to double-track its 
lines in Lawrence on Newbury Street, East Haverhill 
Street and Prospect Street. 

Cheektowaga, N. Y.—The Public Service Commission, 
Second District, has approved a franchise granted the 
Crosstown Street Railway Company, Buffalo, in Cheektow- 
aga, and for permission to construct tracks in Walden and 
Rugby Avenues in Cheektowaga. 

Lockport, N. Y.—The Public Service Commission, Second 
District, has approved an extension of the International 
Railway on Locust Street in Lockport. 

Medford, Ore—The Rogue River Valley Railroad will 
ask the Council for a franchise over certain streets in Med- 
ford. It is reported that this company is now making new 
surveys between Medford and Jacksonville, and will elec- 
trify the system in the near future. 


LOQO 


North Battleford, Sask—-The citizens of North Battle- 
ford, Sask., have woted down a by-law granting D. D. Fitz- 
gerald a 6fty- -year electric railway franchise. 


Gainesville, Tex—The City Council has granted a fran- 
chise to J. T. Mackmiller and associates of Chicago to build 
an interurban raiway in Gainesville. The line will run from 
Gainesville to Sherman and Dallas. [E. R. J., Nov. 9, ’12.] 

Centralia, Wash—The Washington Electric Railway, 
Vancouver, has asked the City Council for a franchise in 
Centralia. This company plans to build a line between 
Vancouver and Tacoma, via Chehalis, Centralia and Olym- 
Dias [eR J. sept. 14, 712:) 

Madison, Wis.—The City Council refused to extend the 
franchise of the Chicago & Wisconsin Valley Street Rail- 
way, which has begun the construction of a railway from 
Merrill to Jamesville. The company has built several miles 
of track in Madison and also completed its line in Portage. 
It is reported that the company has asked an extension 
until March 15, 1913, to complete the work. 


TRACK AND ROADWAY 


*Gadsden, Ala—Farmers between Gadsden and Center 
are subscribing to a right-of-way to build an electric rail- 
way between Gadsden and Center. 

Fort Smith, Akron & Wilburton Railway, Fort Smith, 
Ark.—Work has been begun by this company in Arkoma. 
This railway will connect Fort Smith, Arkoma and Wilbur- 
ton. W. W. Early, Fort Smith, is interested. [E. R. J., 
Nov. 2, ’12.] 

Little Rock Railway & Electric Company, Little Rock, 
Ark.—Plans are being considered by this company to build 
an extension of the South Main Street line in Little Rock 
to Biddle. 


British Columbia Electric Railway, Vancouver, B. C.— 
Plans are being considered by this company to extend its 
lines to South Vancouver, Point Grey and Hastings. Fran- 
chises will soon be asked of the Councils in these cities. An 
extension from New Westminster to Port Moody is also 
planned. 


Modesto & Empire Traction Company, Modesto, Cal.— 
Arrangements are being made by this company to build a 
30-mile line between Modesto and Newman. 


Modesto (Cal.) Interurban Railway.—This company has 
been authorized by its directors to secure the right-of-way 
for an extension of its line to the property of the Turlock 
Garden Company, on the San Joaquin River. 

‘San Diego (Cal.) Electric Railway—Plans are being 
made by this company to build a line through Balboa Park, 
at some point between Fifth Street and the Brooklyn 
Heights lines in San Diego. 

Bridgeport & Danbury Electric Railway, Bridgeport, 
Conn.—Work has been begun by this company on its line 
in the vicinity of Oz Hill, Trumbull. This 1214-mile line 
will connect Bridgeport and Danbury. [E. R. J., Feb. 3, 
Tas} 

Connecticut Company, Bridgeport, Conn.—This company 
has been asked to consider plans to build an extension from 
the end of the line at Beardsley Park to Nichols, a distance 
of about 214 miles. 

*Arcadia, Fla—A plan is under consideration for the 
construction of an electric railway from Arcadia, via Bigler, 
to land lying along the beach of Lake Okeechobee. Harry 
Johnson, Milwaukee, Wis., is interested. 


Florida Interurban Railway & Tunnel Company, Jackson- 
ville, Fla—This company advises that it will begin con- 
struction within the next sixty days on its 48-mile electric 
railway to connect Jacksonville, South Jacksonville, Pablo 
Beach and St. Augustine. Capital stock eas $2,000,- 
000. Bonds authorized, $4,000,000. Officers: W. Bates, 
1009 Bisbee Building, Jacksonville, president; a S. Mab- 
ry, vice-president; William Letcher, secretary and treasurer, 
and W. Phillips, general manager and purchasing agent, all] 
of Jacksonville. [E. R. J., Oct. 5, ’12.] 


Tampa (Fla.) Electric Railway.—Plans are beinz made 
by this company to build several extensions in Tam ipa. 

Chattanooga & Chickamauga Interurban Railway, Ross- 
ville, Ga.—This company is grading and ballastine its line 


between Fort Oglethorpe and Rossville. It will connect 
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Chattanooga, Tenn., and Rossville, Ga., and will eventually 
be continued beyond Chickamauga Park to Ringgold, Dal- 
ton and other Nort Georgia points. Frank Spurlock, Chat- 
tanooga, is interested. [E. R. J., Oct. 19, *12.] 


Americus, Tifton & Atlantic Railway, Tifton, Ga—Ar- 
rangements have been made by this company to make sur- 
veys of the line from Americus to Fernandina or Jackson- 
ville. This railway will connect Americus and Milltown, 
via Oakfield, Doles, Ashburn, Tifton and Nashville. I. W. 
Myers, Tifton, president. [E. R. J., Oct. 12, ’12.] 

Old Belt Railroad, Martinsville, I1l1—This company, which 
plans to extend its line to Bridgeport and Mount Carmel 
and electrify it, is in the market for ties, piling and bridge 
timber. W. E. Finley is interested. [E. R. J., Nov. 16, ’12.] 


Charles City & Western Railway, Charles City, Ia—Plans 
are being considered by this company to build an extension 
northeast to Elma and Cresco. 

Iowa City Electric Railway, Iowa City, Ia.—Plans are 
being considered by this company to extend its line across 
the lowa River to the City Park of lowa City. This plan 
also includes the construction of a bridge. 

Iowa City (Ia.) Construction Company.—This company 
advises that it will begin construction in the spring on its 
42-mile electric railway between Iowa City and Sigourney. 
The company will build its own power house and furnish 
power for lighting purposes. Capital stock authorized, 
$1,500,000. Bonds authorized, $1,000,000. Officers: Frank 
Tanner, Iowa City, president; H. L. Stiles, Milwaukee, Wis., 
vice-president; Albert Tanner, West Allis, Wis., secretary, 
treasurer and general manager, and William J. Kitterwell, 
chief engineer. [E. R. J., Oct. 19, ’12.] 

*Fort Scott, Kan.—Plans are being considered to organ- 
ize a company to build an electric railway from Fort Scott 
to Mulberry, where connections will be made with the 
Joplin & Pittsburgh Railway, Pittsburgh, Kan. W. E. 
Brooks, Fort Scott, is interested. 


Topeka (Kan.) Railway.—This company plans to extend 
its West Eighth Street line in Topeka from Clay Street 
sixteen blocks west in the spring. 

Louisville (Ky.) Railway.—This company will be asked to 
consider plans to extend its Brook Street line from Oak 
Street to Hill Street in Louisville. 


Winnipeg, Selkirk & Lake Winnipeg Electric Railway, 
Winnipeg, Man.—Work has been begun by this company on 
the extension of its line in a westerly direction to the 
base of Stony Mountain. 


Benton Harbor-St. Joe Railway & Light Company, Ben- 
ton Harbor, Mich.—Plans are being made by this company 


to build an extension from Coloma through Watervliet to 
Hartford. 


Brooklyn (N. Y.) Rapid Transit Company.—This com- 
pany is reported to have placed an order for 2000 tons of 
girder rails with the Pennsylvania Steel Company and an 
order for 2000 tons more with the Lorain Steel Company. 

*Falconer, N. Y.—Work will be begun in the spring on 
the construction of a line between Falconer and Hamburg. 
Preliminary surveys for the proposed route are now being 
made. C. Eugene Bently, Jamestown, is interested. 

Interborough Rapid Transit Company, New York, N. Y.— 
This company has ordered 1000 tons of rails from the Mary- 
land Steel Company and 3000 tons of rails from the Bethle- 
hem Steel Company and the Lackawanna Steel Company. 

New York Railways, Rochester, N. Y.—This company has 
placed orders for 1300 tons of steel with the Pennsylvania Z 
Steel Company and the Loraine Steel Company. 1 


Portsmouth Street Railway & Light Company, Ports- 
mouth, Ohio.—Plans are being considered by this company 
to double-track its line from Young Street to New Boreas 
along Gallia Pike in Portsmouth. 

Sand Springs Interurban Railway, Tulsa, Okla—Wo 
has been begun by this company on the extension to Co 
linsville at the present city terminus. 4 

Hamilton (Ont.) Street Railway.—This company ha 
cided to begin soon the extension of its line a 
eastern portion of Hamilton. This branch will 


pet Avenue to Kenilworth Avenns pce angsty 
ireet; i: 
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*North Bend, Ore.—F. L. Strum and associates plan to 
pee an electric railway between North Bend and Marsh- 

eld. 

Oregon Electric Railway, Portland, Ore—Work will be 
begun in the spring by this company on its line between 
Eugene and Roseburg. 

*Chattanooga Railway & Light Company, Chattanooga, 
Tenn.—This company is considering plans to extend its 
lines to Oak Grove, a suburb of Lookout City. Plans are 
also being made to build a line up the Lookout Mountain, 
a short distance out of Chattanooga. 

Knoxville Railway & Light Company, Knoxville, Tenn.— 
This company has awarded a contract for the construction 
of a 2%-mile extensison of its lines to Vestal to Frank Jones, 
Knoxville. i 

Nashville Railway & Light Company, Nashville, Tenn.— 
Work has been begun by this company on its extensions to 
Harding and Nolensville. 

*Memphis, Tenn.—Charles W. Clinton and associates, 
Memphis, propose to build an electric railway between 
Memphis and Brownsville. 

Orange & Northeastern Railway, Austin, Tex.—Bids are 
being asked by this company for the first grading on its 
proposed line, the contract covering about 6 miles from Vin- 
ton to the Gulf, Sabine & Red River Railroad. Bids to 
be: opened at Orange. Ed. Kennedy, Houston, president. 
Piles Oct. 20,. r2:| 

Eastern Texas Traction Company, Dallas, Tex.—This 
company has awarded the contract for grading its line 


from Dallas to Greenville to Karner Brothers, Dallas. 
J. W. Crotty, general manager. 
- Gainesville, Whitesboro & Sherman Railway, Dallas, 


Tex.—Announcement has been made that this company has 
been taken over by the Republic Surety, Fidelity & Trust 
Company, Dallas, which proposes to complete the line in 
the near future, provided it can secure franchises from 


the different towns and cities along the route. This 
line was projected several years ago and _ partly 
built, 13 miles having been graded out of Gaines- 
ville. It will connect at Sherman with the lines of the 


Texas Traction Company, connecting directly with Dallas 
on the south and Denison on the north. C. L. Wakefield 
is president of the Republic Surety, Fidelity & Trust Com- 
pany, Dallas. 

Southern Traction Company, Dallas, Tex.—This com- 
pany, which now operates an electric railway between 
Dallas and Waxahachie, plans to extend its lines into 
Austin, San Antonio and other cities in South Texas. The 
company’s line from Dallas to Corsicana is nearly all 
graded. From Trumbull north the piling has been driven 
for trestles and some of the concrete bridges are finished. 

Houston (Tex.) Electric Railway.—Plans are being made 
by this company to extend its line from Washington Avenue 
at Sawyer Street north through Stude’s woods to Houston 
Avenue, and thence to Thirtieth Street, a distance of nearly 
4 miles. 

South Morgantown Traction Company, Morgantown, 
Ww. Va—This company is building an extension of its 
South Park line in Morgantown. ' 

Milwaukee Electric Railway & Light Company, Mil- 
waukee, Wis.—A new cross-town line to extend from the 
north city limits to the south city limits over the Twenty- 
seventh Street viaduct in Milwaukee will be built by this 
company in the spring. 

SHOPS AND BUILDINGS 

Pacific Electric Railway, Los Angeles, Cal.—It is reported 
that this company intends to buy a site in San Bernardino 
upon which it will build a new repair shop. 

Tampa (Fla.) Electric Company.—This company plans to 
build a new office building in Tampa. 

Rockford & Interurban Railway, Rockford, Til.—This 
company is building a new brick addition to its freight office 
in Rockford. 

Louisville & Northern Railway & Lighting Company, Jef- 
fersonville, Ind.—Plans are being considered by this com- 
pany to build a new interurban station and general office in 
Louisville. The offices which the company has occu- 
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pied in Jeffersonville were recently sold and the new 
structure will be erected on West Court Avenue. 

Cumberland County Power & Light Company, Port- 
land, Maine.—It is announced that this company’s carhouse 
on Munjoy Hill in Portland, will be used only for the stor- 
age of summer cars in the winter time and that the operat- 
ing passenger cars will be taken care of at ths St. John 
Street carhouse in Portland. 

Kansas City, Clay County & St. Joseph Railway, Kansas 
City, Mo.—This company plans to build an express station 
on Third Street between Cherry and Locust Streets in 
Kansas City. Bids are being asked for the construction of 
a new freight station in Excelsior Springs. The structure 
will be one-story, 24 ft. x 60 ft. and of brick construction. 
H. J. Harrigan, 1116 Grand Avenue Temple Building, Kan- 
sas City, general manager. 

United Railways, St. Louis, Mo.—This company has pur- 
chased a site, 160 ft. x 140 ft., on the northwest corner of 
Pennsylvania Avenue and the Clayton-Kirkwood line, in 
St. Louis, on which it plans to build a new passenger sta- 
tion and a loop. 

Interborough Rapid Transit Company, New York, N. Y.— 
Plans are being considered by this company to build a new 
station on the Sixth Avenue elevated line at Thirty-eighth 
Street, New York, in the near future. 

Auburn & Syracuse Electric Railway, Syracuse, N. Y.— 
Work has been begun by this company on a new terminal 
freight station in Dill Street, Auburn, to take the place of 
the temporary station which has been in use at the Five 
Points. 

Piedmont Traction Company, Charlotte, N. C.—This com- 
pany is remodeling and repairing its office building in An- 
derson, S. C. 

Oregon Electric Railway, Portland, Ore.—This company 
has awarded a contract for the construction of a new car 
repairing shop in Portland to LaDeaux & LaDeaux, Port- 
land. The structure will be 35 ft. x 135 ft. 

West Penn Railways Company, Pittsburgh, Pa.—Plans are 
being made by this company to build a new passenger sta- 
tion and office building in Uniontown. The structure will be 
AO: it eeES Oni ts 

Southern Traction Company, Dallas, Tex.—This company 
has purchased a site in Waxahachie at the corner of Madi- 
son Street and Washington Street, upon which it plans to 
build a carhouse. The structure will be t1oo ft. x 200 ft. 

POWER HOUSES AND SUBSTATIONS 


Calais (Maine) Street Railway.—This company has nearly 
completed the concrete work for its new power house in 
Calais. Some of the machinery is being installed. The 
company plans to place this plant in operation by Jan. 
Te eiO hs: 

Gardner, Westminster & Fitchburg Street Railroad, Gard- 
ner, Mass.—This company has installed a new rotary con- 
verter in its carhouse at Gardner. Current will be obtained 
from the Connecticut Power & Transmission Company. 

Berkshire Street Railway, Pittsfield, Mass—This com- 
pany has closed its new power house on Seymour Street in 
Pittsfield, as other power houses recently built in the 
county have rendered it unnecessary. 

St. Joseph Railway Light, Heat & Power Company, St. 
Joseph, Mo.—This company plans to build a new power 
house-on Felix Street in St. Joseph. The building will ad- 
join the company’s present power house and will increase 
the capacity of the plant 50 per cent. It will include a new 
1000-hp boiler and a 3000-kw turbine engine. The cost of 
these improvements is estimated at about $100,000. 

Northern Ohio Traction & Light Company, Akron, Ohio. 
—This company plans to soon place in operation part of its 
new power station in Cuyahoga Falls. - Additional current 
will be furnished for the operation of local cars and for 
the line between Silver Lake and Akron. 

London (Ont.) Street Railway.—This company has re- 
jected the proposition to operate its system by Hydro-Elec- 
tric power and is installing an additional engine. 

Winchester & Washington City Railway, Winchester, Va. 
—Work has been begun by this company on the construc- 
tion of a new substation in Winchester. 
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Manufactures and Supplies 


ROLLING STOCK 


Easton (Pa.) Transit Company has ordered three 20-{t. 
8-in. semi-convertible prepayment cars from The J. G. Brill 
Company. 

Brandon (Man.) Municipal Street Railway is preparing 
specifications for several single-truck cars of the pay-as- 
you-enter type. 

Worcester (Mass.) Consolidated Street Railway has or- 
dered six 30-ft. closed suburban cars mounted on Standard 
trucks from the Osgood-Bradley Car Company. 

Macon Railway & Light Company, Macon, Ga., has 
asked for bids for five 48-ft. prepayment cars and is plan- 
ning to purchase seven cars of the same type within a short 
time. 

Poughkeepsie City & Wappingers Falls Electric Railway, 

Poughkeepsie, N. Y., lost six cars in a fire which occurred in 
its carhouse on Nov. 11, 1912. Six other cars were partly 
burned. 
_ Warren, Brookfield & Spencer Street Railway, Brook- 
field, Mass., has ordered three 20-ft. 8-in. closed cars 
mounted on Brill 21-E trucks from the Wason Manufac- 
turing Company. 

Charleston-Isle of Palm Traction Company, Charleston, 
S. C., which has taken over the Seashore division of the 
Charleston Consolidated Railway & Lighting Company, be- 
tween Mount Pleasant and the Isle of Palms, expects to 
purchase additional rolling stock. 


TRADE NOTES 


Scientific Railway Appliance Company, Chicago, IIl., has 
received an order from the Grand Rapids Railway for ro- 
tary brake and sand equipments and sand adjusters for 
ten new Cars. 


Perry Ventilator Corporation, New Bedford, Mass., has 
received an order for ventilators for the ten cars which 
are being built for the Mobile Light & Railroad Company 
by the American Car Company. 


International Steam Pump Company, New York, N. Y., 
has elected William B. Dickson, for several years first vice- 
president of the United States Steel: Corporation, president 
to succeed the late Benjamin Guggenheim. 


Browning Engineering Company, Cleveland, Ohio, has 
called a special meeting of the stockholders on Dec. 14 
to vote upon increasing the capital stock from $850,000 to 
$1,500,000. The new stock is to be $325,000 common and a 
like amount preferred. ‘i 


R. T. Crane Company, Chicago, Ill. will build a new 
plant in Chicago at the intersection of Kedzie Avenue and 
Archer Avenue. It will be a consolidation of several 
plants now in operation in Chicago and will cost $10,- 
000,000, and employ 15,000 men. 

Walter B. Snow, Boston, Mass., publicity engineer, has 
increased his staff by the addition of Fred R. Lufkin, 
formerly of the instructing staff in electrical engineering 
of the Massachusetts Institute of Technology and late as- 


sistant superintendent of lighting and wires of Brookline, 
Mass. 


Industrial Car Company, Cleveland, Ohio, has changed 
its name to the Electric Locomotive & Car Company. 
The company has recently added to its line of products 
and is now building electric cars and locomotives. J. P. 
Copeland has become associated with the company as 
manager. 

American Car & Foundry Company, Berwick, Pa., an- 
nounces that the fire at the Terre Haute (Ind.) plant on 
Nov. 19 destroyed one of the shafts and will affect the 
actual construction of cars for a few weeks only. The loss 
was less than $40,000, fully covered by insurance. The 
building will be rebuilt immediately. 

American Brake Shoe & Foundry Company, Matwah, 
N. J., has decided to issue 10,000 shares of new preferred 
stock and 10,000 shares of common stock, which will be 
offered to stockholders as of Nov. 30 at $215 per unit con- 
sisting of one share of preferred and one share of common 
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stock to be subscribed for together. This is being done by 
the company to secure funds to purchase additional 
property. 

Western Electric Company, New York, N. Y., reports that 
sales for October, 1912, show a gain of approximately 5 
per cent over the same period in 1911. Indications are 
that the year as a whole will show a total of goods billed 
slightly in excess of the estimate of $67,000,000 made early 
in the year. Last year the business done totaled $66,000,000, 
or within $3,000,000 of the company’s largest year, so that 
this year will show only about $2,000,000 under the record 
year. The Western Electric Company still has about 22,- 
000 employees on its payrolls. 

Westinghouse Electric & Manufacturing Company, Pitts- 
burgh, Pa., has received the following orders for railway 
motors: Meridian Light & Railway Company, Meridian, 
Miss., one double equipment of No. 323-A motors and K-10-J 
control; Portage Construction Company, Johnstown, Pa., 
two quadruple equipments of No. 324 motors and HL con- 
trol; British Columbia Electric Railway, Vancouver, B. C., 
three HB control equipments (these equipments will be in- 
stalled on three Dick-Kerr locomotives now being operated 
by the company); Columbia Railway, Gas & Electric Com- 
pany, Columbia, S. C., one double equipment of No. 306 mo- 
tors and K-36-J control. j 

Champion Recording Machine Company, Chicago, IIl., 
is prepared to fill orders for the Champion transfer issuing 
and recording machine, which was developed by S. F. 
Champion, Jr., formerly with the Johnson Fare Box Com- 
pany, with the assistance of R. B. Craig and A. L. Coff- 
man. ‘This device furnishes the necessary information re- 
quired both by the company and the public, such as time, 
direction, date, line to and from which issued, number of 
machine, number of each transfer, company rules and 
regulations, complete record of all transfers issued, etc. 
The transfer is being printed and issued from the machine. 
direct to the passenger by the operation of a foot lever 
by the conductor. The machine is about 8 in. square and 
15 in. high and is made of durable metal. 


Vacuum Car Ventilating Company, Chicago, IIl., has re- 
ceived an order from the Brooklyn Rapid Transit Company 
for Cooke ventilators for all of the 175 new low-entrance 
cars which that company has under construction. The J.’ 
G. Brill Company is building the car and truck framing for 
these cars, and the rest of the construction is being carried 
on inthe Brooklyn Rapid Transit shops, where the equip- 
ment is also being installed. The order marks a new de- 
parture in car ventilation in New York City, and it is be- 
lieved will effectually comply with the Public Service Com- 
mission order on ventilation, as the intakes are located be- 
low the floor line and fresh air is passed over the electric 
heater coils and afterward exhausted by mechanical means 
through the rest of the car. A motor-driven fan is used 
for this purpose, the foul air being drawn from the upper 
part of the car through registers and finding its exit through 
a duct and outlet located in the hood at one end. In this 
way the ventilation of the car is entirely irrespective of the 
speed or the wind condition. The system is considered to 
be particularly adapted to center-entrance cars because they 
have no doors at the end and hence require a special system 
of ventilation. The Brooklyn Rapid Transit Company ex- 


pects to have the new low-entrance cars in operation about 
the first of the new year. 


ADVERTISING LITERATURE 


Crocker-Wheeler Company, Ampere, N. J., has issued 
Bulletin No. 150, which fully describes and illustrates C-W 
coupled and belt types of alternating-current generators, 
two and three phase, from 50-kva and up. Another bulletin, — 
No. 158, issued by the company is descriptive of its adjust- 
able speed motors, from 1-3-hp to 32-hp. 
_ Green Fuel Economizer Company, Matteawan, N. Y., 
issued a 48-page catalog describing fuel economizers, 
both standard and special, coverings for fuel economizer 
mechanical draft outfits, heating, ventilating and dryin 
outtits, hot blast heaters, steel plate fans, motor and engi 
driven fans, cast-iron volume blowers, slow-speed 
standard-speed planing mill exhausters, fan and cone 
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CITY AND INTERURBAN CARS AND TRUCKSIMaNL 


5 


ie 
| 


A Light Brill Truck That Stays Square 


The life of a truck is limited by the ability of the frame to keep 
it square. Once the axles are no longer exactly parallel, friction 
begins, bearings grind and heat, motors get out of line and the truck 
begins to establish cordial relations with the repair shop. The Brill 
21-E Truck has two features that distinguish it from all other single 
trucks—solid forged frames and long diagonal cross braces—double 
assurance of permanent squareness. It is a truck that will outlive 
any built-up frame truck. It will stay square and will not sag at the 
ends in spite of the pounding of crossings, the side-strains of curves, 
the torque of powerful motors or the burden of heavy weights. 

There are other good points worth noting about the 21-E Brill 
truck, among them its suitability for use under long cars, its simple, 
easily adjusted brake system which responds quickly to the operating 
mechanism, wide-wing journal boxes and its stable, easy-riding spring 
arrangement. If you are looking into the single-truck proposition, 
here is one that merits your critical attention. Details are yours 
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45 Seconds to Add or ; 
Drop a Car | 


on trains equipped with 


Sprague G-E Type 
M Control 


This is the daily performance on 
the Hudson & Manhattan Railroad 
—a train picks up or drops several 
cars and gets back to normal opera- 
tion in 45 seconds—clearing the 
block for another train 90 seconds 


behind it. 


Flexibility of operation is only one of the features which are attract- 
ing the attention of railway men to the 


New Type ““MK’’ Control for City 
and Interurban Service 


The Type ‘““MK”’ Control gives the same results in low maintenance 
and flexibility as the Type ‘‘M’ Control which has been so highly 
successful on heavy traction systems—and at the same time is much 
lighter—and occupies less space than other systems of multiple unit 
control. 


It enables city railways to secure more space in the vestibules, pro- 
vides the possibility of running trains during rush hours and embodies 
all the advantages of the “‘all-electric’’ Type ‘‘M’’ system which has 
established a phenomenal record for safety and reliability. 
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